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CHAPTER I. 
Introductory. 


To 

The CHAIRMAN, 

Retrenchment Advisory Committee of the Central Legislature, 

Simla 

Sib, 

1. We, the undersigned members of the Sub-Committee appointed by the 
Retrenchment Committee to enquire into the question of railway expenditure 
have now the honour to submit our report. 

2. Our terms of reference are : 

“ To make recommendations to the Committed for effecting forthwith Of 
by stages all possible reductions in the public expenditure of the Government 
of India (under the review of the Sub-Committee) having regard especially 
to the present and prospective position of the revenues. In so far aa ques- 
tions of policy are concerned, these will be left for the exclusive consideration 
of the Government, but it will be open to the Sub-Committee to review the ex¬ 
penditure and to indicate the economies which can be effected if 'particular 
policies were either adopted, abandoned, or modified. 

In particular the Committee intend that the Sub-Committee shall examine 
the measures which have been and are being taken by the railway authorities 
to effect economies in railway expenditure and may recommend modifications 
therein or other measures which appear to them to offer scope for further, 
economies and which in their own opinion should be adopted or examined in 
detail. 

Further the Sub-Committee shall report in due course to the Committee 
whether in their opinion, in order to comply fully with their terms of referenee, 
it is desirable that an expert committee should be appointed ”. 

3. We held a preliminary meeting of the Sub-Committee at Calcutta on 
the 20th July and on that day and the next three days we made a pre¬ 
liminary examination of the measures already taken by railways to reduce ex¬ 
penditure. We also framed an informal questionnaire indicating briefly the 
points on which we desired fuller information and also our lines of enquiry and 
forwarded them to the Railway Board. We informed the Railway Board that 
,ve would have a discussion with them on the main issues raised in our ques¬ 
tionnaire. 

4. We re-assembled at Simla on the 31st August, and held continuous 
sittings thereafter. Altogether we held 33 sittings. On the basis of th» 
memoranda which the Railway Board supplied us we had a discussion with, the 
Chief Commissioner, Financial Commissioner, and the other Members of the 
Railway Board and also with the Auditor General in India. In addition to 
these we examined witnesses including representatives of various departments 
of railways. A list of the witnesses examined by us is given in ^Appendix A. - 
One of our Members, Khan Bahadur Hafiz Muhammad Halim, took part in 
the preliminary discussion in Calcutta, but was unable to take part in our 
meetings at Simla. 

5. On your suggestion we co-opted Colonel Sir Henry Gidney as a Mem¬ 
ber of our Committee, and he gave us very valuable assistance during our 
preliminary meetings at Calcutta. He was, however, prevented by his Qlnesa 
from joining us at Simla and had to leave for England for attending the 
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Hound Table Conference later on. He, however, sent ns various memoranda 
containing very valuable suggestions whieh have been of the greatest use to us, 
and we wish to acknowledge our indebtedness for the help that he gave us. 

6. To all those gentlemen who have thus assisted us in our enquiry, 
especially the Members of the Railway Board and the Auditor General, w§ 
desire to express our great indebtedness. 

7. The Railway Board kindly placed at our disposal the services of two 
experienced railway officers as advisers to the Committee, viz : Mr. L. P. Misra, 
Controller of Stores, North Western Railway, and Mr. R. deK. Maynard, 
Deputy Transportation Superintendent, Madras and Southern Mahratta Rail¬ 
way. Their great experience of railway working in India was of immense Use 
to the Committee, and we take this opportunity of expressing our warm appre¬ 
ciation of the advice they gave us and the assistance they rendered in all 
matters connected with our enquiry. 

8. To our Secretary, Mr. N P. R. Rau, we find it difficult to express adequately 
cur sense of obligation. He has done much more than discharge with delight 
(he ordinary, though arduous, duties that fell to the lot of a Secretary of a 
Committee of this nature. He has also placed ungrudgingly at our disposal 
the remarkable and detailed knowledge which he possesses of railway woriring 
n» India and has thus rendered us assistance of quite exceptional value. 
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11. We understand that the traffic receipts of railways in the first five 
months of the current year have been nearly four crores less than in the 
corresponding period of last year, but that the average fall since July has been 
at a lower irate than in the first three months of the year. In the second half 
cf August, the position seems however to have again changed for the worse. 
But, even on the assumption that the deterioration for the rest of the year 
will not be so marked, and allowing for other relevant factors, we eannot take 
the traffic earnings in 1931-32 at over 91 crores. This is ten crores less than 
the budget estimate of 101 crores and four crores less than the actual receipts 
last year. 

12. The strenuous efforts made by railwiry administrations, under instruc¬ 
tions from the Kailway Board, in the past twelve months to reduce expenditure 
atie, we are told, likely to lead to a considerable saving in working expenses. 
We’ understand that there has already in the first four months been a decrease 
of 1} -crores in ordinary working expenses as compared with last year and it 
seems likely that the total for tlie year will not exceed 51 crores,.or five crores 
lower than last year and two crores less than the eurrent year’s estimate. 
Neglecting miscellaneous expenditure which is expected to be counter-balanced 
by miscellaneous receipts and taking into account the fact that 134 crores has 
to be paid to the depreciation fund under rules, the net receipts from railways 
may be taken as 264 crores. Interest on the capital at charge amounts to 

crores and the net result is a deficit of 7 crores as against a surplus of 
li crores anticipated in the budget. To this deficit must be added the con¬ 
tribution payable to general revenues equal to 5-113 crores, making a total of 
over 12 crores. On the other hand, the balance in the reserve fund at the 
beginning of the year is expected to be 5-1(3 crores. The net payments into 
the fund since 1924-25, have been as follows :— 





(In lakhs). 

Balance. 

1924-25 


599 

599 

1925-26 

.. 

379 

978 

1926-27 

• • 

149 

1,127 

1927-28 


457 

1,584 

1928-29 

• • 

258 

1,842 

1929-30 

.. 

—208 

1,634 

1930-31 (latest estimates) .. 

• • 

—1,106 

528 

13. After full discussion with the Railway Board, we have come to the 
conclusion that it is not safe for the present to assume that railway traffic 
earnings would reach within the next few years the level of 100 crores and more 
at which they were some years ago. We are compelled to assume that they 
will be somewhere between 90 and 95 crores. 


14. Ordinary working expenses are likely to be reduced by five crores 
this year. We have been informed that not all of this decrease can be taken as 
permanent and that in a large number of instances, the reduction effected in 
the current year represents merely postponed expenditure. Rough .estimates 
made by railways of the savings expected by them this year show that of a 
total, of nearly five crores, only about 2J crores can bq taken as Wore or less 





permanent, and about half the balance represents- purely- gpe <dl|pg. 

Ibe remainder being made up by temporary reductions. Copfteqn&Btiyy U ^pjjjgjj , 
drastic changes in organisation or drastic cuts in salaries and wages, it 
bo difficult to expect that the expenses will, in the next few years, go : c6i#pj 
below 50 or 51 crores. To this should be added the amount payable annualjqr 
jinder the present rules to the depreciation fund which is likely to amounttff 
about 13| crores next year and is bound to increase steadily in succeeding 
The net receipts of railways during the next few years are therefore, eo.im&afc. 
we can foresee, likely to be in the neighbourhood of 27 to 28 crores on w 
average. 

15. Interest charges which stand at 33$ crores in the current year are 
bound to increase to some extent. Even if the present attenuated capital ptO- 
gramme is entirely financed from the annual 'payments to the depreciation fund, 
the rate of interest which, for capital expenditure incurred since 1917-18, iajtbie 
average for Government borrowings since that date, is bound to increase udA 
the higher rates that Government has to pay for its loans at present. Finally 
there is the contribution to general revenues which is at present in the neigh¬ 
bourhood of 5-l|8 crores (after meeting the loss on strategic lines which ilk 
the current year is likely to amount to about 2 crores) and will increase with 
the increase in the capital at charge. 

16. Taking all these factors into account, it seems that the gap Under 
present conditions between receipts and expenditure is somewhere near 11 <ir 
12 crores. 

17. It has been argued that, when, with the most careful managefflMfet, 
railways are unable to pay their interest charges, it is not reasonable for gen«rpl 
revenues to expect any contribution in aid and that this contribution is more 
or leas analogous to the dividend on ordinary shares, in a commercial exmecm 
which is payable only when the concern is making a profit. Even if for “the 
sake of argument the validity of this plea is admitted, it is still unquestioned 
that, in order that railways should remain solvent, they should take measures 
to increase their net receipts by about six crores. 

18. Whether a contribution in aid of general revenues from railways is 
justifiable or not is a question with which we are not directly concerned and "onr 
which, therefore, we do not propose to dwell. It is after all a matter not to 1* 
settled entirely on theoretical considerations and is one for final deoiaien by tint 
Central Legislature and the Government ; but, apart altogether from this, we 
must hold that railways should be worked so as to yield an adequate return to 
the State. The Inchcape Committee laid it down in 1923 that this retain 
should be 5$ per cent, on the capital at charge. It is possible to argue that 
with the growth in the rate of interest that Government has to pay for fresh 
borrowings at present, even this is not sufficient, but assuming for the moment 
that 5$ per cent, is adequate, we must remember that the capital at charge tit 
railways (commercial lines only) at the end of 1930-31 was over 750 crojph* 
and that a 5$ per cent, return would require net receipts to amount to abq&t 
41$ crores. We have already said that under present conditions we do not 
expect the net receipts from all railways (commercial and Strategic) to exceed 
27 or 28 crores. The loss in working of strategic lines is at present in the 
neighbourhood of half a crore ; and it follows that, in order to get & 5$ per cent, 
return, commercial railways should find ways and means of increasing their 
net receipts by about 13 or 14 crores. 

19. In this connection, we have considered, with the Utmost care, ’ t&e 
question of the payments into the depreciation fund. It has not escaped our 
notice that in the first six years after the starting of the fund it ha£ accumulated 
balances amounting to 121 crores in spite of the fact that it wafe'started with¬ 
out any provision for amers of depreciation, and consequently all renewals 
and replacements have been met out of the. provision for current depreciation- 



fix payment* iato and withdrawals from the Depreciation Fund have been as 

follows :— 



Contribution 
to Depreciation 
Fund. 

Appropriation* 
from Depreciation 
Fund. 

(In orores.) 

Closing Balance. 

1884-20 

10-36 

7-29 

3-00 

1926-26 . 

10-07 

7-98 

6-75 

1826 27 

10-89 

8-05 

8-69 

1927-28 .. 

11-37 

10-95 

9-01 

1928-29 .. 

12-00 

9-00 

11-41 

1929-30 

12-59 

11-76 

12-24 

1999-31 Estimates 

13-05 

9 00 

10-29 

1931-32 

13-43 

8-25 

21-47 


iu no year has the appropriation to the depreciation fund from revenue failed 
to exceed the amount withdrawn from it for the purposes for which it was 
instituted, and at present the surplus is larger In the current year it is ex¬ 
pected to be 5i crores ; in the following year it will probably be still greater. 
In fact, the Railway Board anticipate inat very probably they will be able to 
meet from this surplus all, or nearly all, their capital needs during the year. 
It is, therefore, arguable that the payments to the depreciation fund are higher 
than necessary and that the assumed lives of the assets on which the contribu¬ 
tion is based have been pitched too low. The Posts and Telegraphs Accounts 
Committee, who recently examined the question in connection with that depart¬ 
ment, have come to the conclusion that the assumed lives of assets in that 
department have been under-estimated and have, in their report published 
tteccfctly, recommended that these lives should be revised and the contributions 
reduced. We have carefully considered this solution, but are, however, unable 
to recommend a similar course for railways at present. It is probably desirable 
fcHtttve a special enquiry into the assumed lives of assets on railways on the 
hgrfs of past experience, but pending such an enquiry, which should be left 
ip experts, we cannot recommend that they should be arbitrarily varied and 
vbe contribution reduced. We cannot overlook the fact that the contributions 
uo hot take into account obsolescence, and that they aim at providing at the 
end Of the assumed life only the original value of the asset, and not the actual 
cost of replacement. We are convinced that, under any sound system of ac¬ 
counting, it is essential that proper provision should be made for depreciation 
Of the property before arriving at the net receipts from working. 

20. The Railway Board have suggested that they might for a time reduce 
payments to the depreciation fund or, in other words, take, in order to meet 
their interest charges, a temporary loan from the fund, to be repaid when 
times are more favourable. This can only be a temporary expedient justified, if 
at all, by the circumstances of a particular year. When, however, as we anti¬ 
cipate, wo must reconcile ourselves to the faet that, so far as one ean see, 
railways have definitely entered upon a period of a lower level of receipts, this 
temporary expedient is quite unsuitable and we must, therefore, devise ways and 
nrpns of bridging the gap between receipts and expenditure, that is to say, 
cadeavour to increase our net receipts by at least six crores annually if rail¬ 
ways are to be able to meet their interest charges, and remain solvent, and by 
about 13 or 14 crores if they are to earn a return of 5J per cent, on the capital 
expended on them, which under present circumstances, cannot be considered un¬ 
reasonably high. 

2L In the succeeding paragraphs of this report, we deal with the expendi¬ 
ture «a railways according to the order of the demands placed before the 

A s se mb l y tor too voting of grants. 








CHAPTER III. 
Railway Board. 
Demand No. 1. 


22. The expenditure since 1924-25 has been as follows 

(Figure* in thousand* of rufne*.) 





Actual*. 



Reviaed 

estimate, 

1930-31. 

r 

Particular*. 

1024- 

25. 

1925- 

26. 

1926- 

27. 

1927- 

28. 

1928- 

29. 

1029- 

30. 

. 

! Iateaf 

I. l‘»j of Offioere 

7,69 

7,85 

7,62 

7,41 

6,90 

7,60 

7,57 


14. Pay of Eat*- 
bliahment 

3,61 

3,68 

3,58 

3,46 

3,58 

3,78 

•4,M> 

8.W 

III. Other charge* 

2,46 

2,82 

3,93 

2,27 

3,54 

V 3 

4,90 


IV. Technical or 
Drawing Office 

, , 

14 

31 

36 

45 

05 

18 

13, 

Total .. 

13,75 

14,49 

15,44 

13,50 

14,47 

im 

16,75 ' 

14^4 


23. The demand deals with expenditure on the Railway Board mggK* 
In dealing with this expenditure we have thought it desirable to takfjlPfe 
accouut at the same time the expenditure on three closely allied offices which 
at present are included under Demand No. 11, namely* the Technical Office 
(l-3rd of the. cost of which is shown under Demand No. 1), the Central 
Standardisation Office, and the Office of the Controller of Railway Acefunta. 
fa the proposals we have to make hereafter we intend to suggest the practical 
amalgamation of these offices into one. The expenditure on these offices since 
1929-30 is shown in the table on page 8. 
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24. The present organisation of the Railway Board consists of a Chief 
Commissioner, a Financial Commissioner, three Members (dealing with 
Engineering, Traffic, and Staff matters respectively), five Directors, five Deputy 
Directors, one Assistant Director, one Secretary and one Deputy Secretary. 

The Central Standards Office accounts for five officers—a Chief Controller, 
two Deputy Chief Controllers, one Assistant Chief Controller, and a Personal 
Assistant to the Chief Controller. 

In the office of the Controller of Railway Accounts there are four officers— 
a Controller, one Deputy Controller, one Assistant Controller, and an Assistant 
Accounts Officer. 

25. In the current year the Railway Board have, in their quest for 
economies, kept in abeyance two superior posts in their own office, namely, the 
posts of Director of Civil Engineering and Assistant Director of Finance and 
have filled the post of Director of Establishment by a junior officer on a lower 
rate of pay. Thej r have informed us that in the immediate future they propose 
to hold certain other posts in abeyance. During 1932-33 they expect to make 
the Chief Controller of Standardisation do the work of the Director of Engineer¬ 
ing of the Railway Board, thus enabling them to keep in abeyance both the 
posts of Directors of Civil and Mechanical Engineering. They also intend to 
hold in abeyance one post of Deputy Controller of Standardisation. They have 
no proposals to make with regard to the office of the Controller of Railway 
Accounts. 

26. We have gone very carefully into the matter and consider that at the 
present moment further reductions in superior posts are desirable and possible ; 
but before dealing with our recommendations, we must first make it clear 
that we have not taken into account the possible results of a change in the, 
constitution of India on the organisation of the Railway Board. We have 
taken into account only existing circumstances and the urgent need for economy 
in all directions, but we have also been influenced by the fact that the work 
in the Board’s office should have been reduced considerably by the general 
financial stringency which prevents most proposals for fresh expenditure from 
reaching the stage of consideration by the Railway Board. For example, when, 
as at present, capital funds are restricted and constructions are practioally at 
a standstill, the number of engineering questions referred to the Board must 
have been reduced to small dimensions. 

Superior Staff. 

27. Members .—We are of opinion that the number of Members should be 
reduced at once to two, that is, the strength before the increase in 1929. We 
do not propose to make any definite suggestions for the consequent redistribution 
of work. This we must leave to the Government, but we would mention that 
in our opinion there are various ways in which the reorganisation can be effected. 
Apart from the possibility of reverting to the old system of having one Mem)>er 
to deal with orner than purely engineering questions, we consider that it is not 
unreasonable to expect, at the present time, the Chief Commissioner to take up 
a definite portfolio in addition to his duty of general supervision and control. 
He can, for instance, deal with labour questions and with miscellaneous staff 
(t.e., such staff as do not pertain to the subjects dealt with by the Engineering 
and Traffic Members), thus rendering the Staff Member superfluous. He can, 
on the other hand, take up either of the other two portfolios if circumstances 
make it more convenient. 

One of our number is unable tp accept the reduction of the number of 
Members to two. He says “ It is admitted in the following paragraph that it 
is not ordinarily possible to find an individual capable of performing the duties 
of the Engineer Member : a fortiori it will be impossible to find two individuals 
capable of handling the whole of the Board’s business. As a result decisions 
will more and more fall into the hands of Directors and Deputy Directors. The 
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way of efficiency and-economy would seem rather to lie in the direction of an 
increase in the number of Members dealing directly and authoritatively with 
their subjects, unhampered by an apparatus of Directors and Deputy Directors 
—an apparatus that was designed to fit in with the Aeworth Committee’s regional 
distribution of the duties of Members now wholly abandoned.” 

23. Directors. —At present the sanctioned strength consists of five Directors 
and a Secretary wlio, in status and in duties, corresponds to a Director. The 
Railway Board propose to hold in abeyance two posts, namely, the posts of 
Directors of Civil and Mechanical Engineering and to make the Controller of 
Standardisation act as a Director of Engineering in addition to his own duties. 
We consider that a further reduction is necessary. With an expert Member in 
charge of a particular subject it is unnecessary to have another highly paid 
expert to assist him. A departure from this principle is, in our opinion, justi¬ 
fiable only in the case, of the Director of Finance, whom we propose to retain 
because of the need for strict financial control over railway expenditure and also 
the additional work that would devolve on the financial side of the Railway 
Board in consequence of our recommendations for the abolition of the office of 
the Controller of Railway Accounts. On the engineering side, again, the cir¬ 
cumstances are peculiar ; for it is ordinarily difficult if not impossible to have 
an engineer expert in both branches of the profession—Civil and Mechanical— 
and we recommend that if the Member (assuming he is retained) is a Civil 
Engineer, he should have a Director who is a Mechanical Engineer and vice versa. 
We are prepared to agree that if the Chief Commissioner takes up any portfolio 
himself, he should, in view of his other important duties, have a Director to 
assist him, but otherwise we are of opinion that in the Traffic and Staff Branches, 
if a Member is retained, a Director is unnecessary and should be abolished. 
It follows also that if the Chief Commissioner takes up the engineering port¬ 
folio, he will have two Directors of Engineering, one Civil and one Mechanical. 

29. Deputy and Assistant Directors— There are at present five Deputy 
Directors, a Deputy Secretary and arf Assistant Director who are on the same 
scale of pay. The Railway Board propose to hold the last .post in abeyanoe 
and to reduce the total to six. We consider that the number should be further 
reduced to four (Finance, Engineering, Traffic and Establishment). We think 
that the Deputy Director of Establishment should combine the functions of the 
present Deputy Director of Establishment and of the Deputy Secretary, and 
that one Deputy Director for Engineering who should be a Mechanical Engineer, 
if the Director is a Civil Engineer and vice versa is all that is necessary. 

30. Central Standards Office. —We think the post of Chief Controller ot 
Standardisation should be abolished and his work entrusted to the Director of 
Engineering, Railway Board, who should be assisted by two Deputy Directors— 
one a Civil Engineering Officer and the other a Mechanical Engineering Officer. 
These two officers should deal only with standardisation work and should not 
be expected to take part in the Railway Board’s office work to any extent. 
They should he considered as temporary for the present. 

31. Controller of Railway Accounts. —The office of the Controller of Railway 
Accounts was started in October 1928, and is an off-shoot of the separation of 
Accounts from Audit on State-managed railways. Formerly, the combined 
Accounts and Audit Department on State-managed railways was controlled by 
the Accountant General for Railways under the direction of the Auditor 
General, who was also responsible for compiling the accounts of railways. In 
earlier days, this officer was also a sort of financial adviser to the Railway 
Board, and to a certain extent, helped in the preparation of the railway budget ; 
but he ceased to perform these functions on the re-organisation of the Railway 
Board with a Financial Commissioner as an integral part of its constitution. 
After the separation, this office split up into two—the Director of Railway 
Audit controlling, under the Auditor General, the establishment engaged cm 
statutory audit on State-managed railways and co-ordinating tkeir work > and 
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the ContMller of Bailway Accounts retaining the other functions -of the 
Accountant General, Railways. He is, under the Financial Commi&soher ’£§ 
Railways, the head of the Railway Accounts Department. He has, we uugtfc 
stand, at present two main functions—administering the Railway Accounts 
Department and compiling the accounts on State-owned railways in India. In 
lie former capacity he has to control a staff of about 6,000 men costing over 
60. lakhs a year. All the Accounts Officers on State-managed railways arc 
under his control, but he has no jurisdiction with regard to the Accounts staff 
on Company-managed railways. His administrative work is, we are given 
to understand, heavy. Only a small portion of the staff under his contra} 
was recruited by him since the separation. The rest came to him partly from 
the Auditor General and partly from three railway companies—the Bast Indian, 
Great Indian Peninsula, and Burma Railway Companies—on their passing to 
State management. The rules governing these various groups differ from Ontf 
another and the problems arising from this heterogenous collection are many and 
yaried. In addition to his work in connection with the staff, he had, he told ns, 
to deal with a number of references from Chief Accounts Officers relating t# 
the procedure of accounting and internal check and to interpretations of roles. 
This took up a quarter of his own time though it did not involve so madt 
work in his office. We have not been able to understand why. the Chief Accounts 
Officers on State-managed railways should require so much more guidance 
from a central authority than the heads of accounting departments on ecu' 
pany-managed railways, and we feel that the administrative work can and 
ought to be reduced very considerably either by delegating to the Agent •*> 
tensive powers with regard to the routine administrative work of the sub¬ 
ordinate accounts staff, with suitable safeguards to maintain unimpaired tike 
independence of the Chief Accounts Officer who is responsible for the internal 
audit on the railway, or, if there are insuperable objections to this courts 
and it is decided to continue the existing arrangement of having the department 
under the immediate control of the Financial Commissioner of Railways by 
delegating to Chief Accounts Officers extensive powers of dealing with staff. 
We shall deal later with our proposals regarding the position of the Accounts 
Department. But we are convinced that, by extensive delegation of powers 
whether to the Agent, or the Chief Accounts Officer, and by reducing transfers 
between railways to the absolute minimum, the administrative work of this office 
can be reduced to such an extent that it can be taken over by the Financial 
Commissioner of Railways with the assistance of the staff at present under his 
control. 

The work of compilation of accounts does not, in onr opinion, require 
an officer of the status and emoluments of the Controller of Railway Accounts. 
We think that it can be done in the Railway Board with an additional Deputy 
Director of Accounts and a small staff working under the Director of Finance. 
We note that in this proposal we have the support of Sir Arthur Dickmscaa. 
In paragraphs 62 and 63 of his report, he has suggested that the acc ounts 
of railways should be compiled by a Chief Accountant appointed by the Railway 
Board who should be directly responsible to the Board’s Director of Finance. 

32. Our proposals involve the reduction of the superior staff in these 
offices from 28 (the sanctioned scale) to 15 as against 22 proposed by the Rail¬ 
way Board. The reduction may seem drastic, but we are convinced that, with 
the revisions of procedure we have suggested, and with more delegation of 
worft in routine matters to tie Superintendents (who hold gazetted rank), the 
reduced 6taff can carry on the duties at present falling on these offices with no 
loss of efficiency and without undue hardship ; and under our proposals, as win 
he seen from the table below, the eost (including leave salary) is expected^ to 
be. reduced from 10$ lakhs (according to the sanctioned scale), or 9 l$khs 
(according ta tha Raihray Board’s proposals) to 6} lakhs. 
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33. The gazetted staff we propose for these offices is compared in the follow¬ 
ing table with tlie existing staff and the staff proposed by the Railway Board. 

(Figures of cost in thousand of rupees.) 



Present 

Sanctioned 

Soale. 

Proposed 
by Railway 
Board. 

Proposed 

by 

Committee. 


No. 

Cost. 

No. 

Cost. 

No. 

Cost. 

Railway Board. 







Chief Commissioner 

1 

60 

1 

60 

1 

60 

Financial Commissioner .. 

1 

48 

1 

48 

1 

48 

Members 

3 

144 

3 

144 

2 

96 

Direotors 

5 

171 

3 

102 

3 

102 

Secretary 

1 

33 

1 

33 

1 

33 

Deputy Directors 

5 

108 

5 

108 

4 

87 

Deputy Secretary 

1 

18 

1 

18 



Assistant Director 

1 

15 

• • 

• • 



Superintendents .. 

7 

60 

7 

60 

7 

60 

Total 

25 

657 

22 

573 

19 

486 

Central Standards Office. 

m 






Chief Controller .. 

SB 

48 

1 

48 





- 



Dy. Directors. 

Deputy Chief Controller .. 

2 

58 

1 

. 29 

2 

43 

Assistant Chief Controller .. 

1 

23 

• • 


• • 


Personal Assistant 

1 

19 

1 

19 


•• 

Total 

6 

148 

3 

96 

2 

43 

Controller of Railway Accounts. 

■ 






Controller 

■ 

39 

1 

39 


• • 

Deputy Controller 

■ 

22 

1 

22 


• • 

Assistant Controller 

m 

13 

1 

13 

Dy. Director. 






1 

22 

Assistant Aocounts Officer 

1 : 

10 

1 

10 

•• 

•• 

Total 

4 

84 

4 

84 

1 

22 

Total 

35 

889 

29 

753 

22 

561 

Add for leave salary 


148 


160 


92 

Grand Total 

1,037 

903 

643 
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34. Establishment. —The cost of establishment in the Bailway Board's office 
has increased from Bs. 3,61,000 in 1924-25 to Rs. 3,95,000 in 1931-32. The 
lowest level reached was in 1927-28 when it was reduced to .Rs. 3,46,000. The 
strength of the staff had been brought down to 122 in 1928. Ten men were 
reduced on the transfer of statistical work to the Controller of Kailway Accounts, 
so that if there had been no other change, the staff would have been reduced td 
112. In 1930, however, after a special enquiry into the growth of work, the 
strength was fixed at 136, though during the current year twelve posts have 
been held in abeyance. The present strength is thus 124, or an increase of 
twelve over the number in 1928. 

We have not had the time to examine this in detail, but suggest that the 
Railway Board should earnestly re-examine the possibility of going back to the 
strength and cost in 1928. 

The latest estimate of the cost of establishment in the office of the Central 
Standards Office is Rs. 78,000. We consider that it ought to be possible to 
reduce this in consequence of the proposals we have made with regard to the 
reductions in superior staff. In no case should an increase, either in numbers 
or cost, be permitted. 

The budget estimate of the cost of the establishment in the office of the 
Controller of Railway Accounts in 1931-32 is Rs. 1,37,000. The Controller 
has estimated the cost of the establishment he considers necessary for the work 
of compilation of accounts and statistics at Rs. 48,000. 

The latest estimate of the cost of establishment in these three offices and' 
the Drawing office is Rs. 6.44 lakhs. According to our proposals the total 
should not exceed Rs. 5 lakhs. 

35. The current year’s estimate for other charges is Rs. 6.15 lakhB, but 
owing to the reduction in staff, there should be a reduction in rent and other 
contingencies, and we think that the total can be brought down to 5£ lakhs. 

36. The total cost of all these offices should, in our opinion, not ordinarily 
exceed Rs. 17 lakhs. The latest estimate for the current year is about 
Rs. 22 lakhs. 

CoNPLtTSIONS. 

37. Having reviewed the expenditure in the office of the Bailway Board 
(including the Technical Office) and the offices of the Chief Controller of 
Standards and the Controller of Railway Accounts, we recommend— 

(1) that the number of Members should be reduced from three to two ; 

(2) that the number of Directors should be reduced from five to 

three ; 

(3) that the number of Deputy Directors should be reduced from five 

to four ; 

(4) that the posts of Deputy Secretary and Assistant Director of 

Finance should be abolished ; 

(5) that the posts of Chief Controller, Deputy Chief Controller, 

Assistant Chief Controller, and Personal Assistant to the Chief 
Controller in the Central Standards Office should be abolished 
and replaced by two posts of Deputy Directors in tho Railway 
Board ; 

(6) that the posts of Controller of Railway Accounts, Deputy Controller 

of Railway Accounts, Assistant Controller of Railway Accounts 
and Assistant Accounts Officer should be abolished and replaced 
by a post of Deputy Director of Accounts in the Railway Board’s 
Office ; 

(7) that the total cost of establishment in all these offices taken together 

should not exceed five lakhs ; and 

(8) that the total of other charges should be limited to 5$ lakhs. 

The savings resulting from the adoption of these recommendations will, 
we estimate, be five lakhs. 
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CHAPTER IV. 
Inspection. 
Demand No. 2. 


38. The annual expenditure under this demand has been as follows ;— 

(Figures of cost in thousand of rupees.) 



| Actuals. 

Revised 

esti- 

Budget 

•at*. 


1924- 

25. 

1925- 

26. 

1926- 

27. 

1927- 

28. 

1928- 

29. 

1929- 

30. 

mate, 

1930- 

31. 

mate, 

1831 - 

32. 

I. Pay of Officers .. 

3,11 


3,07 

2,84 

2,57 

3,50 

2,98 

2,86 

II, Pay of Establish¬ 
ment. 

46 


54 

47 

48 

48 

80 

51 

III. Other charges .. 

39 


43 

65 

70 

73 

92 

64 

Total 

3,95 

, 

3,90 

4,04 

1 

3,96 

3,75 

4,71 

4,40 

4,00 


The average cost has been just over four lakhs of rupees. 

39. The inspection of railways is undertaken in virtue of the provisions of 
Section 4 of the Indian Railways Act of 1890, which authorises the Governor 
General in Council to “ appoint persons by name, or by virtue of their office, 
to be Inspectors of Railways ”. The duties of such Inspectors as laid down 
in the Act are :— 

(а) to inspect railways with a view to determine whether they are fit 

to be opened for the public carriage of passengers, and to report 
thereon to the Governor General in Council as required by this 
Act ; 

(б) to make such periodical or other inspections of any railway or of any 

rolling-stock used thereon as the Governor General in Council 
may direct ; 

(c) to make enquiry under this Act into the cause of any accident on a 

railway ; and 

(d) to perform such other duties as are imposed on him by this Act. 

or any other enactment for the time being m force relating to 
railways. 

40, We understand that till recently it was the duty of Inspectors to 
inspect once a year all railway lines in India, but that thi 3 year, owing 
to the financial stringency, the Railway Board have issued instructions that 
subsidiary lines need be inspected only once in two years. We discussed the 
possibility of the reduction of inspection with the Railway Board who were of 
opinion that there was little scope for reduction in expenditure beyond what 
they had already given effect to. In view of the statutory obligations laid upon 
Government with regard to public safety, they considered it undesirable to 
reduce inspections to any appreciable extent, or to reduce the number «f circles. 























_ We are, however, unable to aeeept this opinion entirely. The very 
serious reduction under construction of new lines and the curtailment 
penditure on open line works at present has undoubtedly reduced the dsfetea 
of the Government Inspectors to a considerable extent. We were, moreover, 
informed that their actual inspection of the line usually took them about 12 
weeks, concentrated in autumn and winter. During the rest of the year they 
were in recess usually at a hill station, though it was mentioned that they 
had other work to keep them occupied, such as examining the designs of new 
bridges, inspecting important works before opening, and reporting on acdi- 
dents. We cannot believe that these duties are enough to keep the present 
staff fully occupied. 

42. We believe that this department owes its existence partly to the large 

number of Company-managed railways in the past which necessitated a con¬ 
siderable amount of inspection to assure the Government as the owner of the 
property that it was being properly maintained. Now that many of these 
railways have passed to State management it seems to us doubtful whether 
there is any necessity for continuing the inspection at its present level. Thore 
is no incentive for Agents of State-managed railways at any rate to postpone 
repair?!, and as regards renewals and replacements an adequate depreciation 
fund is maintained for the purpose. The case for the retention of inspection 
at its present level seems to lie only in the necessity to discharge the statutory 
obligations of Government. We understand that similar inspection in England, 
which is one of the responsibilities of the Board of Trade, has, for its main 
object, enquiries into accidents‘and that there is no annual inspection of the 
whole line as is aimed at in India. As long ago as 1921 the Acworth Committee 
observed that they could not believe that the minute inspection of every mile 
of railway every year was necessary and they suggested that economy could be 
effected by reducing the eight Engineers’ circles to three, though they recognised 
that it might be necessary in one or two of the divisions to appoint in addition 
an Assistant Engineering Inspector. Since then, two of the largest railway 
systems in India—the East Indian and the Great Indian Peninsula—have come 
under State management and the necessity for inspection is, in our opinion, 
reduced still further. We are convinced that the present eight circles of 
inspection can be at once reduced at least by three. Five circles with head¬ 
quarters at Calcutta, Madras, Bombay, Lahore and Bangoon seem to us more 
than adequate. / 

43. We understand that at present the status of these officers varies from 
time to time and that they may be of the rank of Chief Engineer or Deputy 
Chief Engineer (Burma having an Executive Engineer). We consider that it 
is unnecessary to retain this variety. The officer in charge of the Rangoon 
circle may remain as at present an Executive Engineer, but the other officers 
should, in our opinion, be of the rank of Deputy Chief Engineer. 

44. We concur with the Acworth Committee in holding that minute annual 
inspection of the line is unnecessary. An inspection once in two years should 
be enough specially if, as we think, the certificate of the Chief Engineer of the 
railway that the line is in proper condition is made more of a reality and he is 
held responsible for the certificate. The Railway Board has already accepted 
this view in the case of subsidiary lines. 

45. We have been informed that during these inspections, the Government 
Inspector is very often attended by a large number of officers from the Agent 
downwards including the Chief Engineer, the Signal Engineer, the Chief Operat¬ 
ing Superintendent, the Divisional Superintendent and a number of officers 
under him, the Executive Engineer and his assistants and sometimes even the 
Chief Medical Officer. The question whether this number cannot be reduced 
should be considered by the Railway Board from the point of view of the 
value of the officers’ time as well as the cost of the special trains necessary 
for the purpose. 
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46. The average pay of officers under this grant from 1924-25 to .1929-30 
is Rs. 3 lakhs. The allotment for 1931-32 is Rs. 2,85,000. Pour Deputy Chief 
Engineers and one Executive Engineer, as we propose, will cost Rs. 1J lakhs 
or, including leave salaries, about Rs. li lakhs. Including consequential reduc¬ 
tion in the cost of establishment and other charges as a result of the reduction 
in the number of circles there should be a saving in round figures of Rs. 
lakhs. 

47. Having reviewed the expenditure under Demand No. 2, we recom¬ 
mend— 

(1) that minute annual inspection of the line be abandoned, and that 

inspections once in two years should be prescribed as sufficient ; 
and that the Chief Engineer of each railway should be held 
responsible for keeping the line in good condition ; 

(2) that the number of circles of inspection be reduced from eight to 

five ; 

(3) that, for purposes of status and emoluments, Government Inspectors 

be graded with Deputy Chief Engineers (except Burma Rail¬ 
ways, where the Inspector should continue to be an Executive 
Engineer) ; and 

(4) that the cost of tours of inspection should be reduced ; 

The saving resulting from our proposals is estimated at 1J lakhs. 
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CHAPTER V. 

Accounts and Audit. 

(Figures in thousands of 
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48. The table above shows the variation in the expenditure recorded under 
demand No. 3 which shows the cost of the audit staff under the control of the 
Auditor General in India. 


49. During the period under review, various changes of organisation have 
been introduced which render comparisons difficult. On State-managed railway* 
the duties of accounting and auditing were originally carried on by a single 
combined organisation under the Auditor General and debited to Demand No. . 4 , 
In Company-managed railways, there was an “ accounts and audit ” staff under 
the Company debited to Demand No. 4, and, there was, in addition, a small test 
check on behalf of Government by staff working under the Auditor General. 

60. The cost of the Government audit on Company-managed railways has 
always been debited to this Demand. Taking those of the railways which are 
still Company-managed the cost of Government audit stood at about 1} lakhs 
hi 1924-26 and increased by slow degrees to nearly 8 lakhs in 1929-30. In .that 
year, the Committee on Public Accounts recommended, in view of the irregu¬ 
larities brought to their notice in tbe appropriation accounts, that the system of 
audit on Company lines should be strengthened. Accordingly, in the following 
year, a more extended audit with, naturally, an increase in cost was introduced 
as a temporary measure for three years. In the present year, the cost is 
expected to be 4| lakhs. 

51. When the East Indian Railways was taken over to St ate-management, 
the experiment was started on that Railway of having, witain the railway 
organisation, an accounts department not responsible to an outside authority 
like the Auditor General, with a separate audit conducted by independent 
agency under the Auditor General. The Legislative Assembly in their reso¬ 
lution passed in September 1925 spproved of the starting of the experiment 
and laid down the main principles taereof, viz. :— 

(1) that the accounts staff be.not under the Railway Board, but 

under tbe Financial Commissioner of Railways ; 


elBBSB 
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(2) that the independence of the Chief Accounts Officer should be safe¬ 

guarded by empowering him to report direct to the Financial 
Commissioner of Railways any differences that may arise between 
him and the Agent from time to time ; and 

(3) that an independent cheek on the work of the accounts offices 

should be carried out by the Auditor General. 

In 1929, this separation was made permanent and in the course of that 
year and the next, extended to all State-managed Railways. 

52. Consequently, for purposes of comparison, it is necessary to take the 
cost of the accounts staff (which is debited to Demand No. 4-Administration as 
the cost of the combined accounts and audit staff was in the past) along with 
the cost of the audit staff. 

53. The following table brings together the cost of; accounts and audit 
whether debited to Demand No. 3-Audit, Demand No. 4-Administration (audit 
and accounts), Demand No. 11-Miseellaneous (Controller of Railway Accounts) 
and Demand No. 14-Strategic Railways (Working Expenses—Administration— 
Accounts and Miscellaneous—Audit). Details by individual railways are given 
in Appendix E to this report :— 

[Figure* in thousands of rupees. 


Year. 

"Hcadauarters 

Offioo, 

State-managed | 

railways. 

! 

Company-managed | 

railways. 

Total. 


A. Q. Railways. 


m 





Acoounta 

Audit. 

Total. 

1924-25 

223 

59,00 

1,69 

60,69 

38,53 

1,79 

40,32 

97,53 

6,61 

1,03,14 

1925-26 

267 

63,33 

1,62 

64,85 

40,86 

2,18 

43,04 

1.04,19 

8,27 

1,10,46 

1926-27 

272 

06,25 

3,44 

69,69 

40,94 

2,42 

43,36 

1,07,19 

8,58 

1,15,77 

1927-28 

265 

73,26 

4,12 

77,38 

42,21 

2,46 

44,67 

1,15,47 

9,23 

1,24,70 

• 

C.R.A. Total. 

1928-29 

28 291 319 

74,73 

4,99 

79,72 

44,33 

2,47 

46,80 

1,19,34 

10,37 

1,29,71 


D.R.A. 




1929-30 

268 239 497 

76,89 

8,38 

85,27 

45,49 

2,92 

48,41 

1,24,96 

13,69 

1,38,66 

1930.31 
Appro xi- 

305 240 645 

81.95 

12,04 

93,99 

47,16 

4,12 

61,27 

1,32,15 

18,56 

1,50,71 

mate. 





1 






1931-32 

(ffeti- 

340 215 565 

79,45 

13,13 

92,58 

45,85 

4,76 

60,61 

1,28,70 

20,04 

1,48,74 

mate) 


1 

1 _ 









54. The growth of expenditure on accounts and audit taken together is 
staggering whether taken by itself, or in comparison with the growth of mileage, 
or the receipts and expenditure accounted for and audited by this establishment, 
or of other railway expenditure which is most analogous to 1 it, namely charges 
included under the head “ General Administration ”. The expenditure in 
1930-31 is 151 lakhs and is 47^ lakhs (or 46 per cen,t.) higher than the expendi¬ 
ture in 1924-25 ; the increase in general administration charges (excluding 
accounts) in the same period is less than half—20 per cent.; the total value of 
the transactions accounted for, taking traffic receipts, working expenses and 
capital expenditure together, has varied only to a negligible extent. 

55. There are two other facts equally worthy of note which a study of the 
table above brings to light. One is that the rate of growth in expenditure on 
accounts on State-managed railways is proportionately more than the rate on 
Company-managed railways. The increase from 1924-25 to 1930-31 in the case 
of the former is 23 lakhs (or 39 per cent.) ; in the case of the latter lakhs 
(or 22 per cent.). The other is the high proportion of the cost of audit to the 
cost of accounts. In Company-managed railways, with the present extended 
audit, it is about 10 per cent, and in State-managed railways, 16 per cent. In 
order to appreciate the full significance of the figures, it is enough to compare 
them with the proportion of the cost of audit to the cost of accounting of Army 
Expenditure which stands at about 4 per cent. 
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56. In any system with proper and effective financial control, the gr6wtb-6f 
expenditure on the scale that has taken place on this item should have been 
cheeked in time. The Financial Commissioner himself agreed that too much WHB 
being spent on accounts and audit combined and that there was definite room 
for economy, but till he had a complete analysis of the growth of expenditure 
which the Controller of Railway Accounts was preparing for him, he could not 
give a definite opinion as regards the measures to be taken to obtain that 
economy. That analysis has not yet been placed before us, but Mr. Mitra, the 
Controller, has in a preliminary note attempted some explanation of the increase 
on State-managed Railways. He has told us that the figures for 1930-31 include 
about 4 lakhs for temporary establishment in connection with the Stores 
accounts re-organisation on the East Indian Railway which is now practically 
complete, and Mr. Scott’s experiments with regard to mechanisation of 
accounts which have also come to an end. Allowing for these and similar 
special factors, however, the increase in 1930-31 as compared with 1924-25 
is still as high as 30 per cent. 

57. In some of the memoranda submitted to us, our attention has been drawn 
to two changes in the organisation of the Accounts Department which, it is 
alleged, have had the result of increasing considerably the expenditure on 
Accounts and Audit’ on Indian Railways. These are the separation of Accounts 
from Audit on State-managed Railways and the institution of a Clearing House 
at Delhi for the check and apportionment of receipts from foreign traffic on 
the four State-managed Railways in India and on the Bombay, Baroda and 
Central India Railway. 

Separation of Accounts from Audit. 

58. The separation of Accounts from Audit was introduced on different 
railways on different dates—on the East Indian Railway from 1st December 
1925, on the Burma Railways from 1st January 1929, on the North-Western 
Railway from 1st April 1929, on the Great Indian Peninsula Railway from 1st 
October 1929, and on the Eastern Bengal Railway from 1st April 1930. 

59. From the statements appended to our report (Appendix E), it will 
be seen that the separation has in all railways resulted in increased direet 
costs. Indeed it could not have been otherwise. The Auditor General told 
us that it was entirely incorrect to state that separation as such would lead 
to economies in the direct costs of Accounts and Audit. The combined system 
was necessarily a less expensive system in direct costs. The Financial Com¬ 
missioner of Railways has also admitted to us that this opinion was quite 
correct in theory. We are fully convinced that all the arguments for the 
separation based on a saving in costs are necessarily fallacious and should be 
dismissed from consideration .~ We observe that when the Standing Finance 
Committee for Railways accepted the proposal, it was estimated that the ulti¬ 
mate net financial effect of the proposals was an annual saving of Rs. 1,97,000 
after paying for the cost of the independent audit establishment amounting to 
13£ lakhs per annum, and that, in addition, substantial economies amounting 
to several lakhs of rupees in other than establishment charges would follow the 
extension of the system to all railways. We also note that Sir. Frederic 
Gauntlett, the then Auditor General, in recommending that the experiment be 
accepted as a success and be adopted as a permanent measure and extended 
to other railways, was partly guided by the expectation that the separation 
eould be effected with some eventual saving in the total cost of Accounts and 
Audit taken together. We have no doubt that both the Standing Finance Com¬ 
mittee for Railways and the Legislative Assembly were influenced to a consider¬ 
able extent by the saving promised. 

60. Mr. Hayman has argued that the present expenditure on Accounts 
included part of the expenditure which had formerly been charged to depart¬ 
mental heads, but no figures have been placed before us giving us the magni¬ 
tude of this expenditure. Consequently we cannot escape the conclusion that 
the optimism of the framers of the estimate of the financial results of the 



separation when they expected a saving in direct coats of the Accounts and 
Audit Departments has been far from being justified by results. 

61. We understand that the accounting staff does at present practically 
all the internal check done formerly by the combined accounts and audit staff, 
and that the present audit staff is engaged on a test check of the activities of 
the accounts staff. Under the Resolution of the Asembly “ the accounts staff 
under the Financial Commissioner of Railways shall perform duties practically 
identical with those hitherto undertaken on State-managed Railways by the 
accounts and audit staff under the Auditor General. Where the latter exer¬ 
cised an audit properly so-called, the new agency will conduct an internal check, 
but the nature and extent of the scrutiny will be approximately the same in both 
cases. The Auditor General shall, in order to enable him to fulfil his statutory 
responsibilities, be provided with a sufficient staff to make a satisfactory audit 
of the work of the accounts offices 

62. This arrangement necessarily leads to duplication of work, but, so long 
as the Auditor General is responsible statutorily for the audit of expenditure 
from the revenues of India,, an additional check by an establishment under his 
control is necessary when the internal audit of the railways is under another 

authority. 

63. We have, therefore, to consider two questions. Firstly, in what way 
economies are possible if separation is retained, and secondly if, after the utmost 
economies that could be effected, the total cost still exceeded the cost that would 
result if the separation of accounts and audit establishments be abolished, 
whether the merits of separation are so great as to justify us in recommending its 
continuance inspite of the extra cost and in the present financial stringency. 

64. The Public Works, Accounts and Audit Department Retrenchment Sub- 
Committee have not expressed a definite opinion on the question of separation. 
They have, however, recorded that the evidence they had received from officers 
and associations were practically unanimous that it was more economical and 
advantageous to revert to the combined accounts and audit system and that some 
of the witnesses had urged that audit divorced from accounts was less advant¬ 
ageously placed! than a combined accounts and audit office in the matter of higher 
audit. In the Various memoranda submitted to us, as we have already said, sug¬ 
gestions have been made to revert to the old system chiefly on considerations of 
economy. Our position in the matter is briefly this. On theoretical grounds we 
are perfectly certain that a system under which the accounts staff work as a part 
of the railway organisation with an independent audit establishment under an 
outside agency is much the better system. But we agree with the Auditor 
General that, in practice, much of the success of either system depends on the 
personality of the officer in question, and that, given the right type of officer, the 
combined system may be made to yield some of the advantages of the separated 
system. The Acworth Committee suggested separation as long ago as 1921 
and their remarks on the point are so apposite that we make no apology for re¬ 
producing them here :— 

“ Economical railway management cannot be ensured without a proper 
system of railway accounting. Apart from a mere audit check of 
receipts and disbursements, a railway requires a large number of 
financial returns of various kinds ; not in order to say whether 
expenditure incurred has been duly authorised, or receipts duly 
accounted for, but to say whether expenditure is being wisely 
incurred, whether retrenchment of habitual expenditure is possible 
under one head, whether new expenditure under another is proving 
profitable, or even whether a larger expenditure would he likely to 
be fruitful ; and so on. These are not matters to be left to an out¬ 
sider. A practical railway man who knows what he is doing in the 
present, and what changes he is meditating for the future, is alone 
competent to prescribe and to make use of returns of this, kind. But 



the accounting staff controlling the Indian railway*, few* jQm 

Accountant-General (Railways) at Delhi down, in the. eaae ? 
State-managed railways, to the latest joined clerk in a local 
are officials, not of the Railway Board, but of the Finance Depart¬ 
ment. No doubt these officials gradually get to see the railway point 
of view, but they must be guided by rules laid down by the Fin&ath 
Department, framed largely in view of the requirements of the non¬ 
commercial departments of Government. 

At present the railway accounts are very complicated ; some portions arh 
produced in different forms for the use respectively of the Railway 
and,of the Finance Department. And when, as has happened in the 
case of the Committee, enquiries are based on the statements made in 
the Railway Administration Report, and reference is made to the 
corresponding portions of the Finance and Revenue Accounts of the 
Government of India, there is great difficulty in reconciling the two 
sets of figures.' We are quite sure that, if the whole matter were 
under the control of a single department, simplifications could be 
introduced which would not only make the accounts more intelligible, 
but result in considerable saving of expenditure. The report of the 
Auditor General would continue available as at present to secure the 
financial rectitude of the Railway Administration. 

We recommend that the Railway Department should be responsible for its 
own accounts. We do not exclude, of course such independent and! 
separate audit as the Government of India may think proper to make, 
on the same principle that obtains in any commercial company, where 
the shareholders appoint an outside firm of accountants to cheek and 
report on the books which are kept by the servants of the directors, 
the ordinary accounting staff.” 

Sir Arthur Dickinson has endorsed this opinion. The Legislative Assembly 
in 1925 and again in 1929 accepted the advantage of this system. It is, there¬ 
fore, unnecessary for us to dilate on its merits. We need only say that, from 
experience, both the Chief Commissioner and the Financial Commissioner of 
Railways were emphatic about the advantages of the new system. The Auditor 
General, moreover, told us that personally if he were in the Finance Department 
he would be reluctant to give up separation on railways. We are convinced 
that the executive of any commercial concern should have information about their 
business in the form that they desire, and that from a practical point of view it 
is necessary to haVe the accounts not subject to any outside authority. 

65. At the same time, however, we must recognise that the cost of audit, 
excluding the cost on Company-managed Railways, is at present Rs. 15 lakhs and 
that practically the whole of it can be saved by amalgamation. We are defi¬ 
nitely of opinion that we cannot in the present financial circumstances contem¬ 
plate the continuance of the present system if we have to pay this price. Unless, 
therefore, considerable economies can be effected in the existing organisation of 
audit and accounts combined, we feel it our duty to say that, whatever the 
theoretical advantages of the present system, it is not one that Indian railways 
can afford at present. 

66. We turn next to the question of possible economies if separation is 
retained. 

67. As .we have already observed, the expenditure on accounts staff inJ3ta te¬ 
rn anaged Railways has increased from 59 lakhs to 82 lakhs in the course of six 
years. Allowing for temporary establishment and the cost of provident fund 
bonuses and gratuities to the Railway Clearing Accounts staff, which is now 
debited to this head, the total increase is about 17£ lakhs. The Financial Com¬ 
missioner of Railways has expressed' the view that a large number of checks 
exercised at present could be dispensed with or reduced. We have not been 
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able to go into the details of the matter in the absence of any definite informa¬ 
tion with regard to the causes for the growth of expenditure, but we are con¬ 
vinced that, with the considerable diminution in receipts as well as in expendi¬ 
ture (both revenue and capital) that is anticipated during the next few years, 
there should be a corresponding reduction in the expenditure in accounting. 
This expenditure must, after all, have some relation to the total Volume of 
revenue and expenditure on railways. We may appropriately refer in this 
connection to the reductions made recently by the Madras and Southern 
Mahratta Railway in their accounts establishment. They have succeeded, we 
are informed, in making a permanent reduction of Rs. 22,000 by reduction of 
staff, as a result of the fajl in traffic, and a further temporary reduction of 
Rs. 5,000 by curtailment of certain detailed checks which were responsible for 
little or no monetary result. 

68. We are consequently definitely of opinion that the expenditure on 
accounts establishments on State-managed Railways, which is expected to cost 
79 lakhs in the current year, should be brought down at once by at least 9 lakhs, 
and should not, for the next few years, be allowed to exceed 70 lakhs unless of 
course there is a very large increase in the work done, i.e., in the recipts and in 
the expenditure (revenue and otherwise) accounted for by the department. 

69. In the time at our disposal, we have been unable to go into detailed 
proposals for economies. But there is one suggestion that has been made to 
us which we commend for careful consideration, viz., that the necessity in the 
three bigger railways for retaining a Deputy Chief Accounts Officer for traffic 
accounting work when a large and by far the more intricate portion of the 
work, viz., that dealing with foreign traffic, has been transferred to the Railway 
Clearing Accounts Office, should be carefully investigated. 

70. In Company-managed Railways the expenditure on accounts in 1931-32 is 
expected to be 46 lakhs or 7% lakhs higher than in 1924-25. For the same reasons, 
we consider that this is capable of reduction by at least three lakhs. This 
reduction is lower proportionately than the figure we have recommended for 
the State-managed Railways, because the increase in Company-managed Rail¬ 
ways has be.dn less. 

71. We must at this stage turn to the question of the position of the 
Accounts Department vis-a-vis the Agent. At present the Agent of a State- 
managed Railway has no control over the Accounts Department, staff matters 
being dealt with, in cases beyond the powers delegated to the Chief Accounts 
Officer, by the Controller of Railway Accounts or the Financial Commissioner 
of Railways. We have recommended the abolition of the Controller, and it is, 
therefore, necessary to make arrangements to provide for the administrative 
work at present done by him. 

We attach the very greatest importance to retaining unimpaired the inde¬ 
pendence of the Chief Accounts Officer in matters of internal audit. In any 
change in the existing arrangements we think it necessary to continue quite 
definitely the obligation and the privilege of the Chief Accounts Officer to 
inform the Financial Commissioner of Railways of any differences that arise 
from time to time between him and the Agent, but, in matters of internal 
administration of the large staff under his control, we think that it ought to be 
feasible to provide that such staff shall be subject to the, same general conditions 
of service and to the same disciplinary control of the Agent as is exercised by 
him over the rest of the staff on the railway, the Chief Accounts Officer occu¬ 
pying the position of a principal officer of the railway in charge of a depart¬ 
ments- We consider, however, that no powers should be delegated to the Agent 
with regard to the superior officers in the Accounts Department, and it should 
be distinctly provided that the Chief Accounts Officer should be at liberty to 
bring to the notice of the Financial Commissioner of Railways even such 
differences of opinion as may arise between him and the Agent in matters of 
administration of the Accounts Department. 



72 - The further question raised with regard to the position of *ha CMff . 
Accounts Officer is whether he should be under the Railway Board or SS 
, i* nancia * p omn iissioner as such. One of our number is unable to accept" 
tne latter position. In his view the large, constant, and inexplicable increase- ini 
expenditure on this branch, whether under the Auditor General or Financial 
Commissioner make it necessary in the interests of economy to place it under 
toe Railway Board. The rest of us see no reason to dissent from the expressed 
recommendation of the Assembly that control over the accounting establish¬ 
ment should pass not to the Railway Board but to the Financial Commissioner 
of Railways as the representative of the Finance Member. The Financial Com¬ 
missioner of Railways has explained to us that the original proposal of the 
Acworth Committee, supported by Sir Arthur Dickinson, was to have the 
accounts entirely under the Agent of the railway, but the Assembly preferred 
a half-way house with the accounts staff removed from the control of the 
Auditor General but placed under the Financial Commissioner of Railways 
as the representative of the Finance Member and not even under the Railway 
Board. He was himself not enamoured of half-way houses and was prepared 
to recommend to the Government that, subject always to the right and duty 
of the Chief Accounts Officer, where he disagreed with the Agent, to refer the 
matter to higher authority with some provision that, except in really urgent 
casQS, no action should be taken by the Agent until the matter had been settled 
by the Railway Board, the accounts should be transferred to the control of the 
Agent. We discussed this question with the Auditor General who pointed out 
that in every experimental separation in India hitherto, the separated accounts 
office had been placed under the Finance Department and not under the purely 
administrative department. His opinion, with which we fully agree, is that any 
material departure- from this position would be dangerous and. unsound. Mr- 
Mitra, Controller of Railway Accounts, an officer of wide and varied experience 
in these matters, has also told us his personal opinion that transferring the 
accounts to the control of the Agent or the Railway Board was a retrograde 
step likely to lead to a serious loss of efficiency. We have also been informed 
that in commercial practice in England, cost accounts are directly under the 
financial manager and not subordinate to the general manager, both these 
officers being independent of one another but subordinate to the Board oi 
Directors. According to Elbourne’s ‘ Factory Administration and Accounts ’ : 
“ The primary responsibility of the accountant is to the financial manager in 
view of the latter’s responsibility for financial accounts and the secondary; 
responsibility is to the general manager ”. We are, therefore, definitely of 
opinion that it is unnecessary and unwise to change the existing organisation 
under which the Chief Accounts Officer is directly responsible to the Financial 
Commissioner of Railways and we recommend that all promotions, appoint¬ 
ments and transfers which, in our opinion, should be very few, of gazetted staff 
in accounts offices should be done by the Financial Commissioner of Railways. 


73. We now come to the difficult question of expenditure on Audit. 
The high percentage that the cost of audit bears to the cost of accounting 
on railways to which we have already referred has also been commented on 
by the Public Works, Accounts and Audit Department Sub-Committee who 
say in their report “ In our opinion, this high percentage requires close 
examination, as we doubt whether it would be regarded as correct accord¬ 
ing to generally accepted standards”. Both the Auditor General and the 
Financial Commissioner of Railways have told us that there is greater 
scope for direct economies in audit than in accounts, because ultimately 
Government can fix any percentage of audit they liked from cent, per cent, 
to nothing. We agree with the Railway Board that it is undesirable to 
reduce to any considerable extent the checks at present exercised by the 
accounts staff in the trust that the audit exercised by the audit staff will 
bring irregularities or frauds to light later. As the Auditor General put 
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it* xsren if a very extensive and expensive audit were undertaken its 
functions would after all be exercised in all cases after the event. 

74. The Auditor General, Sir Ernest Burdon, frankly admitted to us 
that he was very conscious of the fact that the cost of the existing 
separated audit was much larger than was desirable or would be regarded 
as correct according to generally accepted standards, but he was unable to 
make any recommendations with regard to definite avenues of economy 
at present. He wished to have an extensive opportunity of studying the 
problem in detail with the assistance of a selected Director of Railway 
Audit who had been in continual charge of railway audit for a consider¬ 
able time. He also wished to be satisfied that the separate accounts organi¬ 
sation had been made aware of their responsibilities and that these res¬ 
ponsibilities were conscientiously and energetically discharged. We 
understand that the former is already the case, and on the latter, we have 
a definite assurance from the Financial Commissioner of Railways that 
in his opinion there had been no falling off in the standard of accounts 
offices since they had passed from the Auditor General’s control to his. 
We are somewhat puzzled as to the doubts expressed by the Auditor 
General when we remember that, of the accounts staff bn the five rail¬ 
ways under State management at present, about half, viz., the staff on ^he 
North-Western Railway, Eastern Bengal Railway, and the Oudh and 
Rohilkhand section of the East Indian Railway, had been—and that not a 
long time ago—under his control and that on the rest though the staff had 
been under a railway company he had been satisfied with a much smaller 
amount of audit at the time. Even the present extended audit op Company- 
managed lines is, as he pointed out, very much less extensive than the 
audit on State-managed lines, and everybody is agreed that if the two 
should be differentiated it is in the case of State-managed lines that less 
extensive and intensive check can be permitted in view of the fact that, in 
some respects at least, the interests of the company under whose orders the 
accounts staff are, are divergent from the interests of Government, on 
whose behalf the test audit is conducted. Secondly, the Auditor General 
if satisfied in the Military Department that an audit staff costing 4 lakhs 
as against an accounting staff costing 118 lakhs is sufficient for the discharge 
of his responsibilities. He seems to have more confidence in an organisation 
like the Military Accounts Department, which was never under his control, 
than in an organisation half of which has passed from his control in the recent 
past and can be assumed to have retained to a large degree their general outlook 
on the activities of the railway. For all these reasons we consider that it is 
essential to have a large reduction in the cost of audit. We think it should 
be possible at once to reduce the cost by half, bringing it down to 10 lakhs a 
year. It would still be more than 8 per cent, of the cost of Accounts which is 
double the proportion on the military side. 

75. We are confident that, whatever misgivings he may feel about the 
results of such a drastic reduction, the Auditor General will fully realise 
the, urgency in the present financial circumstances of an immediate 
reduction in costs and agree to give effect to our recommendations, at least as 
a temporary measure. In ordinary circumstances we would not have 
hesitated to accept his suggestion to give him time and opportunities to 
have a careful investigation into the various methods by which such a 
reduction could be effected, but, with such a huge deficit confronting us, 
we are most reluctant to contemplate the present level of expenditure 
continuing for an indefinite period. 

76. In view of the Auditor General’s insistence on being given suffi¬ 
cient time for a thorough enquiry before agreeing definitely to a reduction 
in audit, we Baw no use in pursuing alternative suggestions with him 



He himself, turnover, meattoued certain poaeihflft* W | i i > nrhWg r ^ W po *toi&R 
under consideration, such as the reduction of the number of Chief AscBfelgC<: 
by having a larger group of railways in one circle of audit than .at. present* 
We note also that the Public Works, Audit and Accounts Sub-Committee 
the Retrenchment Advisory Committee has suggested economies in this.-diree- 
tion. We are not in a position to go into detail in this matter, but we should 
like to state briefly our views with regard to the superior staff. 

77. At present the superior staff consists of :— 



Rs. 

1 Director of Railway Audit on 

3,000 

5 Chief Auditors on .. 

.. 2,250—100—2,750 

6 Class I officers on 

.. 1,800—60—2,100 

10 Class II officers on 

.. 350—1,400 

and 17 Assistant Accounts Officers on 

.. 500—850 
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78. We fully agree with the Public Works, Audit and Accounts Retrench--, 
ment Sub-Committee in holding that to have a Director of Railway Aqditt 
at headquarters and Chief Auditors of similar rank for the varions StatU? 
Railways is an unnecessarily expensive arrangement. The position of this 
officer is very similar to that of the Controller of Railway Accounts whose 
post we have already recommended should be abolished. We are definitely 
of opinion that unless the standing of officers in immediate charge of the 
audit of individual railways is substantially reduced, there is absolutely, no 
justification for this offiee which now costs over two lakhs of rupees a 
year. Apart from the administrative work connected with the staff of 
the various railway audit offices, which should be reduoed to a minimum 
by adequate devolution of powers, the only work remaining 'is the co¬ 
ordination of audit procedure and the compilation of the report on ibe 
appropriation accounts. The Auditor General should, in our opinion, be‘ 
able to take this over with, if necessary, the addition of a gazetted officer 
in bin office. This proposal corresponds to our proposal with regard to the, 
office of the Controller of Railway Accounts, and we have no hesitation 
in recommending the abolition of the office of. the Director of Railway 
Audit. 

79, As regards the arrangements for audit on individual railways,#® 

consider that the best suggestion is to substitute for the present 
concurrent audit a periodical test check on the basis of every iviilwify ba&W 
fully inspected once in 18 months or two years. A *test check by two 
parties, eadh under a very senior officer of the rank of Chief Auditor, if 
Accessary, assisted by one or two Class II offiee re anyone or two Assistant 
Accounts Officers, staying three or four months at eaeh of the railway* 
f«d going in detail into the accounts of any month or months selected at 
random. gii*;e th<£ previous inspection would, we ace convinced, be not only 
much mo/e economical,, but produce mueh more real and useful resfffts than 
tike present arrangement. It would ensure the element of a surprise check 
Which is so usefulafeature of andit awp eetig ns. The arrangement wocAd 
^ISalt in the snfaftitution, for the $jgfcai§gtioB, of two Chief 

■&aam. 



Auditors, four Class II officers and four Assistant Accounts Officers and 
the reduction of the following posts 

1 Director of Railway Audit, 

8 Chief Auditors, 


6 Class I officers, 


6 Class n officers, 


and 13 Assistant Accounts Officers. 

The saving would be about 4£ lakhs a year, or, including leave salaries, 
nearly 5i lakhs. 

80. If it is considered that the principle of concurrent audit should be 
retained, an alternative plan would be for Chief Auditors to be replaced 
by Class I officers on the principal railways. There would then be one 
Class I offleer for each of the State-managed railways and the Clearing 
Accounts Office and, if necessary, one at Madras for the Southern railways 
with a Class II officer for each of the other Company-managed railways (Assam 
Bengal, Bengal Nagpur, Bombay, Baroda and Central India, South Indian 
and Bengal and North Western Railways) and one each for the larger State- 
managed railways. In addition, an Assistant Accounts Officer may be allowed, 
if necessary, for each office, except the Assam Bengal, South Indian and Bengal 
and North Western Railways where one officer is enough. It would then be 
necessary to have a senior officer as Director of Railway Audit with a small 
staff (including if necessary an Assistant Accounts Officer) at headquarters to 
direct the activities of the audit staff and to compile the report on the appro¬ 
priation accounts. The total staff would be— 

1 Director of Railway Audit, 

7 Class I officers, 

9 Class II officers, 

and 11 Assistant Accounts Officers ; and the reduction would be 
5 Chief Auditors, 

1 Class II officer, 


and 6 Assistant Accounts Officers against one increased Class I officer. 
The saving would be about Rs. 2 lakhs, or Rs. 2£ lakhs with leave salary. 


81. The Public Works, Accounts and Audit Departments Retrenchment 
Sub-Committee has recommended that there should be Chief Auditors of 
the rank of Accountant General at each of the principal centres, namely, 
Calcutta, Bombay and Lahore, directly subordinate to the Auditor Genera! 
and that the Director of Railway Audit should be. abolished, the Deputy" 
Director of Railway Audit with necessary subordinate staff being trans¬ 
ferred to the office of the Auditor General. They estimate the savings at 
half a lakh of rupees. This arrangement is not only more expensive than 
the others but we are not really convinced that, in principle, the division 
of railways into groups with a Chief Auditor at the head of the more 
important circles is altogether sound. The arrangement of making one 
officer responsible for the audit of a number of railways has the dis¬ 
advantage of not keeping him in touch with the accounts officers and 
heads of departments on each of the railways. There is the dan Jr of the 
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82. We have been furnished by the Director of the 

Accounts Office with a memorandum explaining clearly and in fulT^SSsF 
the reasons for the institution of that office, and the advantages obtSSft 
by it, with his estimate of the savings resulting therefrom. His couchwwta 
is that there is a saving of Es. 2,36,000 at present. This has been 
certain assumptions with regard to the pay of the staff that rema&ibd ofe 
each railway after the transfer of foreign traffic accounting to Delhi. We 
understand that these assumptions and the conclusions based thereon ham 
been questioned by the various Chief Accounts Officers though the Director 
of the Clearing Accounts Office is not prepared at present to accept the 
validity of the objections. We have not thought it necessary, nor ham we 
had the time, to jgo into these disputes in detail, but certain broad c /iwch fl Aft er 
emerge even from a cursory study of the figures. 

83. Taking the pay of the staff alone and comparing the avaeama 
costs, we find that the cost under the new arrangements is Rs. 1,60,000 iSt*? 




Old 

Me* 

. 


arrangement, i 

UTIlflllllHlI 



Ra. 

Ra 

CMBoew 

•• 

79.000 


Subordinates .. 

• . 

12,44,000 


Servant# 

• a 

1S4W0 


Provident Fund boausee and Gratuity .. 


1,62,000 




14,98^)00 

1 

. . ' 

Temporary establishment .. ... 

- 

- 6,000 

1 fiuw 

Total .. 


16,04.000. 

18,44,000 


This saving has been achieved by a reduction in the numbers of the "sub¬ 
ordinate staff from 1,220 to 1,034 (excluding 95 temporary) and by the 4 
introduction of a generally lower level of pay. 

84. Against this saving, however, should be set certain additional i tems 
of expenditure under the present arrangements, vie., . 

Bs. 

Charges for machines .. .. .. 57,000 

Rent of offices in Delhi .. .. .. 57,000 



1,14,000 


Of these, the last can probably be taken as counterbalanced to a certain 
by the rents that were actually paid in certain places (Calcutta for example) 
before the transfer and the compulsory allowances that used to be given in 
Bombay to employees of the Great Indian Peninsula Railway. In. “Ed i t ion, 
there must be some savings in allowances and contingencies owing to the 
-jstaff engaged at present. All told the extra cost to be set off against the 
saving of Rs. 1,60,000 may be taken as about Rs. 60,000 leaving a margin of * 
lakh. 

85. The actual expenditure on the Clearing Accounts Office at urgent is 
Its. 1,22,000 more than the calculated average. On the other haid)“ the actual 
cost of the old arrangements as estimated by the Director of the Railway dea? 
ing Accounts Office ia similarly Bs. 1,74,000 higher than the average. Thoflgh 
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figure is in dispute and has not been accepted by the Chief Accounts Offi* 
ears whose figures are, we understand, more than a lakh lower, we think that on 
the whole, the variations can, for our present purpose, be set against each 
other. Fox this reason, and the fact that the estimate of what would now 
have- been the cost ef establishment under the old arrangements must be 
largely a matter of conjecture, we have considered that the comparison of 
Average costs is a safer and more reliable method. 

8fii lb comparing costs, however, there are two other things which 
oattnot be overlooked. One is that it is impossible to postpone indefinitely 
the construction of quarters for the staff in Delhi. We understand that the 
estimated cost for quarters is about Rs. 24 lakhs. In view of the cost of 
:henwwing at present and the fact that under present rules the amount re- 
eevered from employees is about 4 per cent, on the capital cost and is limited 
to 10 per cent, of the pay drawn by them it will probably not be far wrong 
to take the total loss resulting from the construction of these quarters at 
nearly a lakh of rupees per annum taking into account both interest and 
maintenance. ' 


87. The other is the fact that the maintenance of a centralised office 
like this has made it necessary to have a separate establishment for the 
audit of its transactions. The Audit Office costs at present Rs. 1,65,000— 
(pay of officers Rs. 38,-000, establishment Rs. 1,06,000 and other charges 
Ha 21*000). If the Clearing Accounts Office is decentralised it seems reason- 
shift to expect a considerable saving in the audit expenditure as well, for the 
work can be arranged for in the various audit offices without a corres¬ 
ponding increase in cost. There is no doubt that the whole cost of the 
officers can be saved and, in addition, probably about a third of the coBt 
of establishment and other charges, so that we should be justified in taking 
th« additional saving following the abolition of the Clearing Accounts 
Office at about Rs. 75,000. This is on the present procedure of audit. If 
our proposals with regard to the substitution of a test audit for a con¬ 
current audit are given effect to, the savings on account of decentralisation 
will*be much less. 


88. Taking all these facts into consideration we cannot conclude defi¬ 
nitely that the institution of this office has resulted in any appreciable 
saving; On the other hand, apart from the necessity of construction of 
quarters, which is a matter for the future, we are equally far from being 
convinced that it has resulted in any appreciable additional cost and, in 
particular we cannot say that there will be any immediate and direct 
financial advantage in reverting to the old arrangement. Apart from the 
immediate resulting disorganisation, reversion at present to the old 
arrangements might very well involve an immediate, though temporary, 
additional cost. We are, however, constrained to observe that the main 
or praetteally the only real virtue claimed for centralisation is economy ; 
and judged by this criterion, a prima facie case may be made for the’ 
abolition of this office and reversion to the old arrangements. And, while 
we do not recommend the abolition of this office at present, we consider 
that its retention should depend on its being possible to reduce expenditure 
appreciably. We have no doubt that such a reduction is possible parti¬ 
cularly when we note that in the statement of costs the Director has 
assumed a temporary establishment costing over a lakh of rupees on the 
average which seems to hint at its continuing indefinitely. The retention 
of a temporary staff of this size is, apart from its cost, very unsatisfactory. 
We suggest the immediate consideration of the question of the necessity 
of retaining the staff, both permanent and temporary at ™ 

reduction nntafc’earnings 
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we teei that there is not at present, as there should be, 



adequate machinery to niake the eanpaaffitiU* tlj» ^office, 
diately to the work done. We say this. deliberately beeauay^R 
ordinarily have been expected that with such a lajge fall in tnlh* 
inga there should be similarly, though not necessarily in the same pJ KfllW • 
tion, a decrease in the work done which would be represented • by th aw 
ber of invoices handled. We have been informed,, however, by the 
though he could not give us any figures in support of this statement, *lkt 
the number has not decreased. We should like this point kept steadily in* 
view and adequate information kept to see that thq staff in the office 13 
not kept at a higher level than the work justifies. 

89. Finally, we cannot help feeling that the present system un^ax 
which the total cost at the end of the year is distributed in fixod-y ropcr - 
tions between the different railways is not fair to the railway administra¬ 
tions as it saddles them with an expenditure entirely outside their conftOi. 
At the same time it leaves no incentive to the Railway Clearing Accounts 
Office to make further economies. 

90. Having reviewed the expenditure on Accounts and Audit, we 
recommend 


(1) that the cost of accounting on railways should be reduced by 

lakhs, namely, on State-managed Railways by 9 lakh* and •» 
Company-managed Railways by 3 lakhs ; 

(2) That the cost of the audit staff should be reduced by 10- lehhas, 

and, in particular, 

(a) that the office of the Director of Railway Audit shonBTl* 

abolished ; 

(b) that the existing concurrent check be replaced by a teat 

check; 

(31 that if the Railway Clearing Accounts Office is to be retained' fta 
cost should be reduced by at least one lakh ; and ’ 

(4) that unless the total cost of the accounts and audit organisations 
on State-managed Railways be reduced in accordance with 
our recommendations, the question of amalgamating thr de¬ 
partments should be taken up for consideration. 
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CHAPTER VI. 

Administration. 

.91. In considering this expenditure we have thought it desirable to 
take into account also the administrative expenses on strategic lines which 
are inextricably mixed up with the expenditure on commercial lines. The, 
table below gives the figures under the various sub-heads of the demand for 
eommercial and strategic lines taken together. 

(Figures of cost in thousand of rupees!) 


Actual*. 

Bevimd 

KatimaU 

1930-31. 

. 

Budgm 

KaUmata 

1931-32. 

1924-25. 

1026-26. 

1926-27. 

1927-28. 

1928-29. 

1929-30. 

86,63 

44,48 

47,21 

62,06 

51,81 

84,46 

87,80 

60,30 

07,83 

1,04,19 

1,07,19 

1,15,47 

1,19,06 

1,22,38 

1,29,10 

1.26,30 

11,47 

13,18 

13,42 

18,68 

13,71 

14,19 

14,60 

13,70 

48,02 

81,07 

82,03 

86,80 

69,84 

62,20 

64,88 

63,86 


2,04,24 

2,12,96 

2,17,80 

2,22,75 

2,33,83 

2,38,38 

3,a2,»0 


1,29,03 

1,34,82 

1,39,93 

1,48,66 

1,82,46 

1.86,80 

1,53,40 


61,78 

84,18 

66,15 

88,84 

63,19 

64^8 

63,60 


1,33,88 

1,34,87 

1,38,46 

1,38,80 

1,40,68 

1,42,70 

1,40,15 

36,82 

38,54 

40,42 

41,66 

43,94 

48,31 

47,30 

46,38 

4,00 

3,84 

4,06 

4,08 

4,22 

4,32 

4,15 

4,00 

64,98 

64,23 

67,88 

65,27 

68,80 


64,63 

64,82 

46,62 

81,63 

49,93 


84,18 

88,36 

66,73 

56,71 


86 

1,44 

5,61 

6,81 

7,86 

8,45 

8,70 

16,18 

12,25 

10,88 

10,63 


9,79 

0,66 

9,80 

■1st 

12,69 

12,06 

12,23 

11,93 

11,31 

11,44 

11,60 

1,86,16 

1,67,78 

1,63,70 

1,67,64 

1,72,81 

1,81,11 

1,83,25 

1,83,18 

82,38 

68,12 


76,74 

1,06,99 



69,37 





11,81 



13,41 


1,36,13 

iwGjea 










1,23,99 

1,28,08 

W*> 

ldM* 

•• 

-■ 

•• 

•• 




3,60 

12,32,70 

12,77,00 

m 


14,19,92 

14,38,13 

14,67,00 

1 

14,35,00 


Particular*. 


Ageattj .. 

Audit and aooounta 

Cash and Pay 

Store* Department 

Enginee rin g Department 

Loeodaotire Department 

damage and Wagon Depart¬ 

ment. 

Traffic Department 
Kedioal Department 
Steam Boat Servioo 
Talegraph Department 
Pohoe 


London Board Eetabliah- 
ment. 

Government Supervision . 

Contribution to Provident 
Fund. 

Gratnitiea 

PaJUkity Kxpeneee 

Other ezpenaee .. 

Contribotiou to the Staff 
Benefit Pond, 

Total 


92. It will be observed that the expenditure in 1929-30 was 14,38 lakhs-— 
an increase of 2,05 lakhs over the expenditure five years earlier. The 
latest approximate figures for 1930-31 show the expenditure at 14,89 lakhs 
—an increase of 51 lakhs over the previous year. Details by sub-heads of 
this are not yet available. Before we examine the growth of expenditure 
under this head, we think it desirable to review briefly the measures taken 
by railway administrations to reduce expenditure and the results achieved 
therefrom. 

93. We have been informed by the Railway Board that railways claim 
have effected economies in 1930-31 under this head amounting to about 

9 lakhs, though as a matter of fact there was an increase over the previous 
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rear's expenditure of nearly ftatt a-erore. The claim made 
tint they have introduced economies to this extent merely xneana 
lor such efforts, the expenditure would have been higher to thtirmgm 
The economies are really masked by the normal growth of expeuditUV^flH 
to additional staff and increments to existing staff. No data, we wa^^W 
shewing exactly what can be taken as the normal growth, though the 
way Board have estimated that ordinarily an' annual u^reaas between*^? 
and 40 lakhs is to be expected under this demand. In 1930-31, there vr«^b ; 
further special reasons for an increase, such as gratuities ■ paid to lo^tt 
staff on the Great Indian Peninsula Railway, the additional staff requw*$ 
for the introduction of the Geneva and Washington Conventions on cerM$it 
railways, gratuities to discharged workmen, e.g., bn the transfer of the- 
Bombay, Baroda and Central India Workshops to Dohad and so on. .It 
must be remembered that under this demand are included contributions to „ 
provident fund'and gratuities of all staff whatsoever on railways, whether 
they are. charged to this demand or to demand No. 5. Out of the 2J enfctf 
that these two figures represent, it has been estimated that only gne oroTe 
should be taken as pertaining really to the staff whose pay is debited to thik 
head. With the large discharges of staff that have taken place in the eqrgNBl 
year there will be additional expenditure under this head as a result of tkfr 
gratuities payable on discharge to these men, the savings resulting from tW. 
discharge being shown in demand No. 5. To illustrate this, we may Isay 
that we have been informed that during the first four months of the current 
year the charges under this head have exceeded the charges, in *the similar 
period last year by 20 lakhs, but the estimate of railway administrationk»l- 
the results of economies they have already introduced in expenditure oonjaff 
under this head is 35 lakhs for the year 1931-32, of which 16 lakhs is 
‘ staff \ Some of the methods by which these economies havb been seclm*} 
are given below— 

(1) Some gazetted posts have been abolished and a larger numbet 
have been held in abeyance during the absence on leave of 
the permanent incumbents or otherwise. Some others have 
been replaced by posts of a lower grade; On ’ the Ngrj& v 
Western Railway, for example, 28 posts will be reduced Jw* 
the end of September ' 1931 • and five more by' 
end of the year. 21 posts and 8 posts respectively haVe 
been held in abeyance on the East Indian and the Gr3p£- ; 
Indian Peninsula Railways. On the Eastern Bengal 
6 have been abolished, and 11 more will be kept in •beycMfei-,; 
and on the Burma Railways 3 posts have been held in abeyaaet- 
and a reduction of 8 posts is' under examination. Taking- 
Companies’ railways, the Bombay, Baroda and Central lading 
Railway has decided to hold in abeyance 24 posts, the.majojri#/ 
of which represent leave vacancies ; and on the Bengal Nagpur: 
and Madras and Sgnthern Maharatta Railways 15, and ".8* 
vacancies respectively have been left unfilled. 

Out of a total strength of 1,127 on the State-managed Railways'7$ 
posts are unfilled at present and on Company-m anaged lines otgH 
of about 850, 52 posts have been held in .abeyance. 

(V) Special pay of a large number of offers .has been abolish^a)^? 
' reduced. 


(3) Smq? Qomiiensatory allowance have- been abolished and 

s£w. compensatory aHoroaow in.expensive towns like Catam#; 

tod Baflgcbn, b$ve been reduofed by 12* per egjttfc 




(4) A largo number of office staff has been reduced either by vacancies 

left unfilled or by .actual discharges. On the‘South Indian Rail¬ 
way we are informed that the office hours have been increased 
by 45; minutes and the holiday granted on last Saturdays can¬ 
celled and proposals for additional staff given up. 

(5) Certain railways have given compulsory leave to their staff. 

(6) Travelling allowances have been reduced. The Bengal Nagpur 

Railway, for instance, estimates a saving of Rs, 38,000 under 
this head ; the South Indian Railway has, in the first four months, 
saved Rs. *30,000 as a result of the revision of travelling 
allowance rules. 

(7) Certain Company railways, for example, the Assam Bengal and 

Bengal Nagpur Railways, have reduced the expenses of their 
Home Boards. 

(8) Publicity charges have been reduced to a considerable extent 

by putting publicity under the Commercial department, 
reducing or suspending the number of tourist advisers and 
cinema cars, suspension of the issue of All-India Time Tables, 
etc. 

(9) Large reductions in contingent expenditure have been made by 

economising in the use of stationery, curtailing of printing 
and reduction of stocks held in the printing departments, by 
decreasing expenditure on telegrams and postage, use of cheaper 
paper, reduction of periodicals purchased, curtailment of tele¬ 
phones both in offices and residences, &c. 

(10) Certain railways have either closed training Bchools or have 

re-organised them so as to reduce the staff employed. 

(11) The East Indian Railway has stopped recruiting for the Watch 

and Ward Department and has combined two districts into 
one and saved Rs. 36,000 by this means. 

(12) Changes in the length of line in charge of permanent-way 

inspectors have resulted in reductions in their number. 

94. The growth in the expenditure recorded under the head ‘ Administra¬ 
tion has been very much higher than the growth in other main heads 
of working expenses. The approximate expenditure in 1930-31 is stated to 
be M.89 crores, and is 2.56 crores over the figures of 1924-25. As a result 
of the passing of three Company-managed railways to State-management 
there has been a saving of 15 lakhs in contributions to Local Governments, 
London Board’s Establishments and charges for Government supervision, 
and this may be taken as a set-off against the fact that the figures for 1924 
25 do not include the cost of sterling overseas pay to officers of Company- 
managed railways which was sanctioned in 1926. The increase is about 21 
per cent. If we compare with this the growth of expenditure under other 
beads relating to working expenses, we find that the percentage of increase 
is not go marked, e.g-, under Repairs and Maintenance there is a small decrease 
of 45 lakhs. Under Operation other than fuel, it is only 7 per cent., if we 
take into account the fact that the working expenses of 1924-25 secured a 
benefit to the extent of (a) 141 lakhs, on account of the decision that railway 
companies were not liable to pay customs duty on stores imported for a 
State railway as a result of which past payments were refunded, and (6) 38 lakhs 
on recount of payment from the railway reserve fund of the cost of writing 
down certain stores to their market value. 
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95. The total increase in administration charges is much higher than 
the increase in mileage warrants ; for, though the total State-owned mileage 
in 1930-31 exceeds that in 1924-25 by 4,200 miles, over 1,100 miles of this 
were due to the purchase of the Delhi Umfealla Kalka and Southern Punjab 
Railways, which were formerly worked by State Railways, and there has 
been no additional work involved by the purchase. The real increase in 
mileage is therefore only 3,100 miles or about 11 per cent, of the mileage 
at the beginning of the period. We should ordinarily have expected that 
additions to nffteage would not increase the costs of administration to the 
same extent, but administration charges have been increasing at a more 
rapid rate. 

96. Again we may compare the percentage of increase with the increase 
in “ Operation charges (other than fuel) ” which depend on the mileage work¬ 
ed to a large''extent. Though it is true that the fact that the total of these 
charges has increased only by 7 per cent, is partly due to a fall in the price 
of consumable stores, the total cost of operating staff, taking running staff, 
office staff, and other staff together, has increased only by about 1$ crores in 
the interval—a proportion of about 16 per cent. Looked at from any point 
of view, therefore, the growth in administration charges must be considered 
far too high. 


97. We have been informed that the operation of the incremental scales 
of pay leads to large automatic annual increases in cost. The Financial Com¬ 
missioner of Railways told us that taking into account also the staff whose 
cost is booked under repairs and maintenance and operation it was estimated 
that the increase due to the incremental scales of pay was nearly 80 lakhs a 
year. We understand it was not possible to say when these scales would reach 
a stationary stage. We trust that the Railway Board are fully alive to the 
dangers of the position and intend to take steps to modify the time-scales to 
a considerable extent. We have been informed, however, that in all recent re¬ 
organisations and revisions of pay the tendency has been the other way round 
and that time-scales of pay have been introduced in cases where they have been 
previously unheard of, e.g., in the scales of pay for permanent way gangmen, 
workshop labour and the like. 

98. We have also been given to understand that the expenditure under 
the head “ Administration ” is inflated by the inclusion of the contributions 
to the Provident Fund and Gratuities in respect of staff chargeable to 
Demand No. 5 and that the latter amount may be taken as amounting 
to about 1$ crores at present. Even deducting that amount, we find that the 
expenditure in 1930-31 is over 13-1J3 crores and forms 23 per cent, of the 
total ordinary working expenses (excluding contributions to the Deprecia¬ 
tion Fund). With a reduction in working expenses to 50 or 51 crores as 
we expect, the proportion will rise still further. We desire, therefore, most 
emphatically to impress upon the Railway Board the absolute necessity of re¬ 
ducing these charges. 


99. We should like, to refer to a few of the sub-heads undler which the 
increase has been most pronounced. For this purp'ose, we have to confine our¬ 
selves to a comparison between 1924-25 and 1929-30, as the distribution of the 
total expenditure in 1930-31 is not yet available. 

Under “ Agency ” the increase is 50 per cent. This is partly due to the 
introdtuction of the Divisional system in the North Western Railway. 

Under “ Stores Department ”, the increase is nearly 30 per cent. There 
seems to have been a considerable increase in the ac ivi ies 


of this depart¬ 


ment. 

Under “ Engineering Department» the increase is 19 per cent. The 
increase in mileage is about 10 per cent. 


LclRBSO 
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Under “ Locomotive Department ” the increase is 25 per cent. The re¬ 
organisation of the workshops, ( e.g ., the introduction of Production Engineers 
and so on) has resulted in an increase of staff and of cost under this head. 

Under “ Carriage and Wagon Department ” the increase is nearly 30 per 
cent., though we have been told that the re-organisation resulting from the 
Raven Committee’s recommendations had little to do with this department. 

Under “ Traffic Department ” the increase between 1924-25 and 1929-30 
is 12 per cent. Traffic earnings increased during the period by about 2 per 
cent., and have since declined very considerably. 

100. We have not had sufficient time at our disposal to examine this 
question in detail 1 , nor do we feel that we have sufficient detailed knowledge of 
railway working to enable us to do so, but we think that this growth of admi¬ 
nistrative expenditure is a phenomenon which deserves most careful study by 
the expert committee whose appointment we recommend. 

101. Divisional System .—There is one question, relating to administration, 
on which we would like to comment at some length. The Divisional organisation 
has been in existence for a number of years on the East Indian and North 
Western Railways. The Great Indian Peninsula Railway has adopted 1 a half¬ 
way measure by which there is, so to say, an operating divisional organisation, 
while the engineering and the commercial sides are still run departmentally. 
The Eastern Bengal Railway has not adopted the divisional system, nor, so far 
as we are aware, have any of the Company-managed railways. Various ad¬ 
vantages have been claimed for this system by its advocates and on the other 
hand ther;e have been many unfriendly criticisms of it as leading mainly to 
additional expenditure and resulting in no advantage. We have examined on 
this point the Agent, North Western Railway and officers from each of the 
ytate-managedl railways with a divisional organisation who have had personal 
experience of working it. We are afraid, however, that it will require more 
detailed investigation to arrive at any definite conclusions in the matter. 
There are a few points, however, that struck us in our investigation which 
deserve to be mentioned here. 

102. In the first place we feel that the advocates of the divisional system 
are inclined! to claim too much for it. Mr. Highet, Agent of the North 
Western Railway, told us that judged by results the divisional organisation 
has Ibeen a success. The cost per train mile in 1924-25 was 91.3 annas and 
had been reduced in 1929-30 to 75.9 annas. When it was pointed out that 
there were many other causes which must have had their part in effecting this 
reduction such as a fall in prices of fuel and consumable stores, the reorgani¬ 
sation in workshops and the steps taken by special staff to economise in fuel, 
he still claimed that the improvement was mainly due to the introduction of 
the divisional system. 

103. While such a claim can neither be disproved nor actually proved, 
we feel strongly that the divisional organisation has not always resulted in the 
decrease in direct costs that might have been expected' of it. With a senior 
experienced officer as Divisional Superintendent, it is obvious that the head¬ 
quarters organisation should be considerably cut down. The divisional 
Superintendent is expected to take full responsibility for the harmonious work¬ 
ing of his division and to act as a sort of semi-Agent so far as his division is 
concerned, and we consider that the logical conclusion of the divisional system 
of organisation is that there should be as little interference from headquarters 
as possible and that the Agent should confine himself to directing broad 
matters of policy. We find, however, that on the North Western Railway in 
spite of each division having two or three divisional engineers, the Engineering 



35 


branch at headquarters still consists of one Chief Engineer, and three Deputy 
Chief Engineers. There is, we have no doubt, considerable scope for reduc¬ 
tion at headquarters if the present divisional organisation should! remain and 
be a success. 

104. Secondly, the system on the Great Indian Peninsula Railway which 
is somewhere between the district and divisional organisation has little to re¬ 
commend it. The joint staff, who dJo both transportation and commercial 
work at small stations are partly under the Divisional Transportation 
Superintendent and partly under the Divisional Commercial Manager, and 
there is grave risk of friction with consequent loss of efficiency. We con¬ 
sider that if the divisional organisation has led! to increased efficiency it 
ought to be carried much further on the Great Indian Peninsula Railway 
and that the Commercial Department and Engineering staff Bhould be put 
under the Divisional Superintendent. We understand that duplication of 
work can be avoided and a number of staff particularly those dealing with 
establishment can be reduced if this were done. 

105. Again we have been impressed with the fact that at present quite 
a large number of Inspectors of different departments are working 
independently of each other. The North Western Railway Labour Union told 
us that in the Delhi Division alone there were 4 Transportation Inspectors, 
one Commercial Inspector, one Watch and Ward Inspector with two Sub- 
Inspectors, two Loc'o. Inspectors, one Fuel Inspector and one Carriage and 
Wagon Inspector, and in addition there were Inspectors from headquarters 
going round the divisions, such* as Claims Inspectors, Telegraph Inspectors, 
Trains Traffic Inspectors, Rolling Stock Inspectors, Stationery Inspectors, 
Labour Inspectors and Goods Transit Inspectors. We understand thalt on 
the East Indian Railway steps had been taken to combine the duties of 
Inspectors, e.g., Commercial and Transportation Inspectors, and we feel that 
a considerable reduction of staff can be achieved by making one Inspector with 
a shorter beat do most of the inspections in his particular area. These re¬ 
marks should not be read as only applying to railways organised on a divisional 
basis. There is a large number of Inspectors on all Railways and we consider 
that Administrations should take an early opportunity of reviewing the 
work performed by these Inspectors, with a view to eliminating appointments 
where this is practicable by the combination of duties. 

106. We were informed that on the North Western Railway the mechani¬ 
cal workshops had been constituted into a division, and there was a 
Superintendlent of Mechanical Workshops who took the place of a Divisional 
Superintendent. We are not sure what advantage there is in having tjiis 
officer between the Works Manager and the Chief Mechanical 1 Engineer. This, 
however, is a technical matter on which we do not propose to express an 
opinion, but we suggest that the organisation of the mechanical workshops 
should be very carefully reconsidered. 

107. We also think that the question of re-examining the size of the 
present divisions should' be taken up at once. It has been represented to us 
that the Ferozepore Division on the North Western Railway can be easily 
split up into three parts which could be added to Lahore, Delhi and Multan. 
The question of the possibility of re-organising the system so as to reduce 
the number of Divisions, and the allied) question of similarly increasing the 
charges of other officers and thus reducing the total number does, we feel, 
deserve careful consideration on all railways. 

108. Finally we come to the question of personnel officers. After hear¬ 
ing .both sides of the question as represented by the Labour Union* on the 
one hand 1 and the Divisional Superintendents on the other, we are inclined to 
the opinion that there is-an unnecessary duplication of work in the present 
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system. The Labour Union claims that, so far as the staff is concerned, this 
branch was giving them more trouble instead of helping them and that, if 
they were directly under heads of departments they would! get better treat¬ 
ment. They admit that this institution has produc'ed uniformity of treat¬ 
ment as between employees in different departments, but this uniformity was 
not necessarily an advantage. It seems primarfacie desirable that the staff 
should be dealt with by the executive heads of their department and that the 
.Personnel .Branch is unnecessary. Particularly we considler that an organisa¬ 
tion like that on the North Western Railway where there are 12 officers at the 
divisions and 5 at headquarters is unnecessarily extravagant. While the 
staff should have a right of appeal to the Agent from the decisions of the 
Divisional Superintendent or Divisional Head of Department and there should 
be a small organisation at headquarters to assist the Agent in dealing with 
personnel questions, we think that the present large organisation is quite 
unjustified. 




































(Figures in thousands of rupees). 
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110. It is convenient to consider the expenditure under the main heads 
Repairs and Maintenance, Operation other than Fuel, and Fuel, separately. 
We give separately under each head a review of what has already been done 
by railways, and the methods adopted by them for the purpose. 

Bepaibs and Maintenance. 

111. The expenditure in 1929-30 was 18.41 crores, whereas the approximate 
expenditure during 1930-31, is about 17.65 crores, a reduction of 76 lakhs. We 
have been informed that railways claim to have effected economies in 1930-31 
under this head amounting to about 164 lakhs and as we have pointed out in 
connection with Demand No. 4, this means that but for the efforts made by 
them the expenditure would have been higher to that extent. In the current 
year, railway administrations have estimated that, owing to the various 
measures of economy introduced by them, the expenditure is likely to be 
reduced by 241 lakhs. This is borne out by the fact that in the first four 
months of the year the .expenditure on Repairs and Maintenance has been 
about 128 lakhs lower than last year. We have been informed that, of the 
total saving of 2£ crores, about a crore can be taken as a permanent saving and 
3|4 crore can be taken as expenditure merely postponed for the time being, 
the rest being a temporary reduction. 

112. We have printed as appendix G to this report a summary of the 
important measures of economy introduced and anticipated 1 savings there¬ 
from during 1931-32. We mention a few of the more important here :— 

(1) On most railways temporary permanent-way gangmen, usually taken 

on after the monsoon, were given up and the strength of the per¬ 
manent gangs and level crossing gatemen were carefully examined 
andl where possible reduced. The East Indian Railway, for example, 
expects a saving of 7 lakhs as a result of these. 

(2) On several railways the amnual waste of track ballast was not 

made good or only partially so. The Burma Railways anticipate 
a saving of 5 lakhs owing to the reduction of ballast and cess 
repair work which will have to b e made good next year. 

(3) Repairs to staff quarters, buildings and bridges were drastically 

curtailed. The postponement of periodical repairs, for instance, 
on the Bengal Nagpur Railway is estimated to have resulted in 
economies to the extent of 7 lakhs ; on the Great Indian Peninsula 
Railway to the extent of 4J lakhs ; and on the Madras and 
Southern Mahratta Railway of about 3 lakhs 

(4) Use of engineering- ballast trains was everywhere drastically 

reduced ; as an example we might mention that the East Indian 
Railway anticipates -a saving of 3 lakhs on this account. 

(5) The scales of consumable stores, tools and plant were scrutinised 

and reduced and scrap material was reclaimed and reconditioned. 

(6) The number of inspection trollies was reduced and in some cases the 

crew of each trolly was curtailed. 

(7) It has been decided generally that only essential minor works 

would be undertaken. 

(8) The time between overhauls of rolling stock was increased ; for 

example, for mail and express passenger stock the time was in¬ 
creased on one railway from six months to nine months and for 
other passenger stock from nine months to twelve months. Most 
railways have adopted the procedure accepted by the Indian 
Railway Conference Association of extending the time between 
periodical overhauls of wagons from two to three years. The East 
Indian Railway estimates a saving of 13 lakhs from this source. 
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(9) Continued experiment in methods of repair has brought' about a 
decrease in the unit cost in some cases. 

(10) Workshop repairs were curtailed on certain railways. 

(11) Rolling stock was laid up when not required ; for example, the 

Burma Railways have kept in store 55 engines, 220 four wheeled 
coaches and nearly 1,500 goods vehicles. 

(12) Overtime was reduced in shops and! sheds and short time was in¬ 

troduced in many workshops ; the North Western Railway, for 
example, attributes a saving of 12 lakhs to this. 

(13) Some railways have dosed certain workshops altogether ; the 

Bengal Nagpur Railway has closed the Waltair wagon shops, the 
East Indian Railway has closed the Manauri Oil Factory, and the 
Eastern Bengal Railway has closed the Lalmonirhat and Dacca 
Shops. 

Operation other than Fuel. 

113. The expenditure in 1929-30 was 17.16 lakhs. In 1930-31 it is approxi¬ 
mately 17.61 lakhs an increase of 45 lakhs. The railways on the other hand, 
estimate that the economies effected by them in 1930-31 were responsible for 
reducing the total expenditure by 48 lakhs. In 1931-32, similarly, the estimates 
of raihvays of reduction under this head amounts to 118 lakhs and in the first 
four months of the year, the expenditure is actually lower by 37 lakhs. The 
following are among the various methods which have been adopted by railways 
for reduction of expenditure :— 

(1) All railways have reduced or attempted to reduce expenditure on 

staff according to the fall in traffic by compulsory discharge, or 
giving men inducements to retire voluntarily, placing them on 
compulsory leave, or reducing them to a lower grade. 

(2) Many railways have reduced the number of train miles—both 

goods and/ passenger trains. The East Indian Railway claims 
a saving of 12 lakhs on this score. 

(3) Efforts have been made by all railways to reduce their consumption 

of stores and to substitute cheaper stores wherever possible. 
The Eastern Bengal Railway has saved 3£ lakhs by these measures 
and the Bengal Nagpur Railway 2£ lakhs. 

(4) Many railways have reduced the scales of uniforms and clothing 

supplied to staff. The Bengal Nagpur Railway, for instance, 
estimates a saving of Rs. 1,15,000 on account of this. 

(5) Steps have been taken to reduce lighting leading to a saving in elec¬ 

trical charges. The Bombay Baroda and Central India Railway 
has reduced flood lighting in station yards and train lighting to a 
certain extent and claims to have saved a lakh and a half by these 
measures. 

(6) A large number of stations have been closed down or converted to 

' flag stations. Similarly a number of yards and engine sheds have 

also been closed down. The Great Indian Peninsula Railway esti¬ 
mates a saving of 4 lakhs owing to the closing of stations. 

(7) Certain branches have been closed wholly or in part, for example, 

the Bombay Baroda and Central India Railway has closed the 
Agra-Bayana section to night working, 

(8) Many railways have tried increasing wagon loads and loads of 

goods trains where larger engines were available, amalgamating 
trains and reducing the speed of trains, .extension of locomotive 
runs, and closing of watering stations. 
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(9) The Bombay Baroda and Central India Railway has saved 
Rs. 67,000 on the metre gauge by arranging for the coal in g of 
engines at stations nearest the coal fields. 

(10) Handling allowances to station staff have been reduced ; the 

Eastern Bengal Railway, for instance, has reduced them by 12J per 
cent. 

(11) Shunting charges were reduced bv the East Indian Railway by 

the partial closing of yards at Moghalsarai, Jhajha and Gaya. 

114. Fuel .—The expenditure on fuel in 1929-30 was 8.93 crores and in 
1930-31 was 8.61 crores—a decrease of 32 lakhs. Economies claimed by rail¬ 
ways under this head amount to 42 lakhs, which is not very far from the 
former figure. For 1931-32 though the price of coal is generally slightly 
higher than in the previous year, railways expect to save 85 lakhs under this 
head, and this is not unlikely to be correct, since they have already saved 44 
lakhs in the first four months. This saving is due partly to the reduction in 
coal consumption owing to the fall in traffic and partly to conscious efforts at 
fuel economy and rationing of coal. Some railways have tried the partial use 
of cinders to replace coal in pump boilers and shunting engines. The Bombay 
Baroda and Central India Railway has economised in electric energy for 
traction by the introduction of coasting boards indicating to drivers when cur¬ 
rent should' be cut off. 

; 115. Beyond giving a review of what has actually been done by railways, 

we have not been able to make any specific recommendations. Though from 
this review it would appear that there is still scope for considerable economics, 
we must observe that railways have realised the need for economies in this 
direction and! have done a great deal to achieve them. 
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CHAPTER VIII. 


New Construction (Commercial Lines). 


{Demand No. 7.) 

116. The expenditure varies considerably from time to time, depending as 
it does so much on the capital funds available. The amounts since 1924-25 

are as follows :— 

(Figures in lakhs of rupees.) 


1924- 25 

1925- 26 

1926- 27 

1927- 28 

1928- 29 

1929- 30 

1930- 31 Estimates 

1931- 32 Estimates 


2,78 

3,93 

6,59 

9,91 

8,80 

6,50 

3,75 

2,84 


117. The expenditure since 1928-29 has been more and more restn^cu to 
completion of works already started ; and no new constructions are likely to 
be started in the near future as, so far as vce can see, the possibility of railways 
getting new capital funds to any considerable extent are remote. 

118. We have printed as Appendix F to this report a statement showing 
the expenditure on new constructions since 1924-25 which is well worth care¬ 
ful study. It shows that in quite a number of cases the original estimate of 
expenditure has been considerably exceeded, while on the other hand, and 
partly for this reason, the net return has been much less than anticipated. In 
some cases, it seems, at present, impossible to expect that the return origin¬ 
ally anticipated will be obtained in any reasonable length of time. This is, 
no doubt, partly due to the world-wide economic depression but from the 
statement one gains the impression that railways, in the first flush Of having 
unlimited funds at their disposal, commenced new constructions on too opti¬ 
mistic estimates. As regards estimates, there are over a dozen instances 
when estimates have been exceeded by over 20 per cent.—we are showing these 
in italics in the statement in Appendix F. We would here draw special 
attention only to two projects : the Calcutta Chord Railway which was origin¬ 
ally estimated to cost 180 lakhs and is now estimated to cost 320 lakhs, and 
the Kangra Valley Railway which was started on an estimate of 134 lakhs 
and is now expected to cost nearly 3 crores. 


119. The total expenditure on new constructions from 1924-25 to 1930-31 
is over 42 crores, and it is the interest charges on this capital and on the 
capital sunk on Open Line Works—which amounts to over 105 crores in the 
same period (exclusive of 15 crores for the purchase of existing lines) which 
have contributed to a great extent to the condition in which railways find 
themselves at present. We consider that this ought to be a lesson to the 
Railway Board for the future. 










CHAPTER IX. 

Open Line Works (Commercial. Lines). 

(Demands Nos. 8 and 10.) 

120. We take Demands Nos. 8 and 10 together, for these give us the total 
expenditure on renewals and replacements of, and additions to, existing 
works. The lable below gives the total expenditure year by year, exclusive of 
the amounts spent on the purchase of existing lines. 

(Figures in lakhs of rupees.). 


tore on 
additions, 
renewals soft 

replacement*. 



Demand No. 8. 

Capital. 
Open line 
works. 

(Exclusive of 
purchase of 
new lines.) 

Demand No. 

10. 

Appropriation 

from 

Depreciation 

Fund. 

10,04 

7,29 

14,95 

7,98 

16,09 

8,06 

21,61 

10,95 

15,76 

9,60 

16,35 

11,76 

10,50 

9,00 

7,95 

8,08 


1924- 25 

1925- 26 

1926- 27 

1927- 28 

1928- 29 

1929- 30 

1930- 31* 

1931- 32* 


* Estimates. 

121. In the years 1924-25 to 1930-31, very nearly 170 crorea have been ex¬ 
pended on renewals, replacement, and additions. Of these 105 crores re¬ 
present new borrowed money, and 65 crores appropriations from Depreciation 
Fund. In addition 15 crores were spent on the purchase of new lines, as shown 
below : 

(Lakh3.) 

Rs. 



1926-27 Delhi-Umballa-Kalka Railway .. . • • • • 4,04 

1928- 29 Burma Railways .. .. . ■ • • 3,99 

Mirpurkhas-Jhudo Railway .. .. ■ • - • • 11 

1929- 30 Southern Punjab Railway .. .. . ■ ■ • 7>Q5 

122. Interest charges on commercial lines have increased from 22.97 
erores in 1924-25 to 32.09 crores in 1931-32, an increase of nearly 9$ erores. 
In the interval, there have been two changes in the method of calculating the 
average .rate of interest applicable to capital outlay on railways which hare 
contributed to the extent of 1^ crores to this result ; one is that account is 
now taken of the value of the income-tax free concession with which certain 
loans were floated and the other is that the actual amounts realised from 
loans issued at a discount or premium are now .taken into account in 
the calculation of interest instead of the nominal amounts as previously. 
Excluding these, the growth in interest charges duo to additional capital ex¬ 
penditure has been nearly 8 crores, and it is therefore clear that the very 
difficult position in which the railways find themselves at present is m 
very great part, to the large capital outlay in these years. We pwt [ t 
Chief Commissioner of Railways that unlimited funds were probably W3JWX- 
sible to a certain extent for some slackness in sanctioning the estimate#. Hr. 
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Russell thought that ‘ slackness ’ was too harsh a term to use, but he admitted 
that the fact that money was easily available had something to do with their 
taking up schemes rapidly. They had taken an optimistic view, but their 
policy was to develop the country rapidly, and he thought that this policy 
would pay sooner or later. We understand that the standard of scrutiny 
exercised on new projects that come up to the Board is now much more strin¬ 
gent and we hope it will be maintained even in better times when funds are 
less restricted. 

123. We asked the Railway Board whether, in the case of expenditure in¬ 
curred on open line works, they had,, after completion of these works, any 
means of verifying if they had yielded approximately the return which was 
anticipated at the time when these works were sanctioned. We were inform¬ 
ed in reply that, if the Committee meant by return a financial percentage 
dividend on the capital investment on open line works, the Railway Board had 
little means readily at hand to verify whether such return has been achieved. 
This caused us no little surprise for we had thought that it would be the task 
of the management of a business concern to ensure that means were readily 
at hand to see that the actual results of any large scheme undertaken, by 
them were not far out. This is part of the duty of any prudent management 
which has an eye on the financial side of the business. It is incomprehensible 
to us how it can happen that, when the Railway Board have data to calculate 
the return before they spend the money and when they can produce facts 
and figures to induce the Standing Finance Committee for Railways to sanc¬ 
tion a work on the understanding that it will definitely yield an adequate re¬ 
turn, they are not able to have the data to verify their estimate afterwards. 
The Chief Commissioner of Railways agreed that in normal times they ought 
to he able to verify their anticipations, but he pointed out that at present with 
such a serious drop in traffic it would be difficult to draw any conclusions. 
Moreover their open line works were all connected with each other. 
Remodelling of yards, relaying of permanent way, rebuilding of bridges, 
and equipping the railway with heavier locomotives to deal with heavy traffic 
had to be correlated, and the advantages of any one of these could not be 
obtained without incurring expenditure on all of them. There are also, 
we are told, many other disturbing factors which make it difficult to compare 
the actual results with anticipations, but we have no doubt that it ought 
to be possible to make allowance for these disturbing factors and attempt 
to isolate the results of the particular expenditure. In order that the 
Assembly and the Standing Finance Committee can place confidence in estimates 
framed by the Railway Board, they should be able to verify whether 
the yield they expected has been achieved. We urge, therefore, that the 
Railway Board should at once take steps to have all data necessary for the 
purpose maintained and to impress on railway administrations before sanc¬ 
tion is accorded to any proposal that they would be held accountable for prov¬ 
ing that a return not far from that which was anticipated had been achieved. 
In particular when part of the justification for a project is based up>on savings 
in direct costs, such as reduction of staff rendered possible by the facilities 
afforded by the scheme, steps must be taken to see that such reduction is 
actually■ carried out at the proper time and the saving achieved. There 
should be automatic machinery to obtain this result. With the restricted 
funds available now and possibly for the next few years it Ls possible that 
unnecessary and unremunerative expenditure will be automatically avoided 
and only such works as are necessary from the point of view of working will 
be undertaken, but we hope that the lessons of the 5 years after the separation 
will be borne in mind when the financial position improves, and that there 
will not be again a reversion to the procedure of placing large sums at the 
disposal of railways and encouraging them to spend as quickly as possible 
which was a feature of the first few years after the restricted expenditure 
during the war years. We trust that similar extravagance in expenditure 
will not follow the present period of severely restricted expenditure. 



Miscellaneous Railway Expenditure. 

(Demand No. 11.) 

124. The following table compares the expenditure since 1924-25 : 





♦Inohjda* payment for porohaae of Arakan light Railway (37,80). 
tlnctudee credit for Arakan light Railway (37). 



125. We have nd comments to make on “ Land and Subsidy M expenditure 
which is practically governed by contracts, nor on pensionary charges which 
arc in the nature of inevitable payments. The items ‘ Auxiliary Accounts ’ 
and ‘ Sundry Adjustments ’ are also beyond control. The expenditure on 
“ Surveys ” is coming down and we need not remind the Railway Board of 
the necessity, in view of stringency of funds for fresh capital expenditure, of 
keeping this expenditure down to the minimum. We have, in an earlier 
part of this report, dealt with the Drawing Office, the Office of the Controller 
of -Railway Accounts, and the Central Standards Office, as also with the Rail¬ 
way Clearing Accounts Office, the cost of which is distributed among railways 
and is ultimately recorded under Demand No. 4. We have no remarks at this 
stage to offer on the Chief Mining Engineer’s Office or on the office of the 
Accounts Office, Railway Collieries. 

126. 'We have therefore to deal only with the Railway Rates Advisory 
Committee, the Central Publicity Bureau, the Staff College, Dehra Dun. and 
the Miscellaneous Establishments included in Aunexure C to this demand, and 
we proceed to deal with these in this order. 

The Railway Rates Advisory Committee. 

127. The expenditure on this Committee which commenced to function 
0® 1st April 1926, has varied as follows :— 


Rs. 

1926- 27 .. .. .. .. 1,38,000 

1927- 28 .. .. . • .. 1,48,000 

1928- 29 .. J|. .. .. 1,67,000 

1929- 30 .. f. .. .. 1,56,000 

1930- 31 (estimates) .. .. .. 1,80,000 

1931- 32 (estimates) .. .. .. 1,45,000 


128. The Committee was established to investigate and report on raefc 
cases as might be referred to it by the Railway Department on the following 
subjects :— 

(а) Complaints of ‘ undue preference 

(б) Complaints that rates are unreasonable in themselves ; 

(c) Complaints or disputes in respect of terminals 

( d ) The reasonableness or otherwise of any conditions as to packing 

of articles specially liable to damage in transit or liable to cause 
damage to other merchandise ; 

( e ) Complaints in respect of conditions as to packing attached to a 

rate ; and 

(/) Complaints that railways do not fulfil their obligations to provide 
reasonable facilities under Section 42 (3) of the Indian Railways 
Act. 

129. The President of the Committee is a distinguished lawyer. The 
other permanent. Member is a senior railway officer representing railway in¬ 
terests. Usually a third Member representing commercial interests is ap¬ 
pointed when each ease is referred to the Committee for report, from a panel 
elected or nominated by various commercial bodies. 

130. We understand that in (lie five years that have elapsed since the 
Committee was constituted, 74 cases w r ere received by the Railway Board 
for reference to it. Of these, 21 were not forwarded to the Committee on 
various grounds, 19 were withdrawn by the applicants and 3 were 
still nnder correspondence. Of the 31 actually referred to the Committee for 
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investigation, B were subsequently withdrawn. The number of cases enquired 
into and reported on by the Committee was thus reduced to 23. 

131. We are of opinion that, in. view of the very small number of cases 
investigated by the Committee in the last five years, a permanent body, id 
unnecessary. The Committee as such should be abolished, but the facilities 
that are at present available to the public for having complaints against rail* 
way administrations referring to undue preference, etc., investigated by a 
more or less independent tribunal should not be withdrawn. An ad hoa com¬ 
mittee appointed from time to time with a retired High Court Judge, or 
other eminent lawyer to preside over its deliberations with the assistance, as 
at present, of a railway and a commercial representative to be associated with 
him should be quite sufficient. We feel that such an arrangement will b# 
much cheaper than the present one, as there is no dearth of public men in 
India ready to accept such duties without demanding high rates of remunera¬ 
tion. The average expenditure on account of this Committee has been aboqt 
Rs. 1,60,000. With the institution of an ad hoc committee as we recommend 
the expenditure ought not to be more than half a lakh a year. 

Central Publicity Bureau. 

132. The Central Publicity Bureau for Indian State Railways was started 
on the 1st March 1927. Since then the expenditure on this Bureau has been 
as follows :— 


(Figures in thousands of rupees.) 


— 

1927-28. 

1928-29. 

1929-30. 

1930-31. 

Latest 

estimate, 

1931-32, 

Pay of officers .. 

70 

160 

222 

200 

109 

Pay of establishment .. ‘ 

35 

38 

47 

76 

74 

Others chargee 

323 

516 

777 

694 

542 

Total 

428 

719 

1,040 

970 

785 

Deduct —Receipts 

88 

200 

236 

240 

■ mtm 

Net 

340 

519 

810 

■i 

585 


133. The expenditure on overseas publicity in the current year and the 
last year is as follows :— 

Estimate, 

1930-31. 1931-32. 

Rs. Rs. 

London Bureau .. .. .. .. .. 1,20,000 1,03,000 

New York Bureau .. .. .. .. 2,34,000 1,75,000 

134. Mr. Tait, officiating Chief Publicity Officer, gave us some intereat¬ 
ing information about the various activities of the Central Publicity Office 
since its inception. They had done a good deal of film work in connection 
with village uplift, and teaching the villagers how to improve their cattle 
and cultivation generally. They had also produced films in connection with 
pilgrim centres and had run five cinema cars on Indian railways wbioh had 
been very much appreciated. They had also started an Indian State Rail¬ 
ways Magazine, a high class magazine with a wide circulation which waq at 
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present paying for itself. Finally they had been making efforts to improve 
third class traffic. Becently third class tourist agencies had sprung up which 
organised conducted tours. Investigations were at present being carried out 
to see how the existing motor bus services could be co-ordinated with railways 
and the ouestion of developing pilgrim traffic through the use of broadcasting 
with the help of small wireless sets which they were getting free on loan from 
Marconi’s for the period of the experiment was also under consideration. 

135. Many of the activities of the department have had to be curtailed 
owing to the present financial stringency, and contingent expenditure which 
had amounted to about Es. 7-J lakhs in 1929-30 was expected to be reduced 
to Es. 4 lakhs in 1932-33. 

136. The superior staff sanctioned for the Central Publicity Bureau at 
present is as follows :— 

Es. 


1 Chtef Publicity Officer 

on 

2,500—3,000 

1 Assistant Chief Publicity Officer 

on 

1,850 

1 Film Production Officer 

on 

1,250 

1 Assistant Publicity Officer 

on 

350 

1 Sports Officer 

on 

550—1,300 

1 Personal Assistant to the Chief Publicity 



Officer 

on 

530 


3 Managers in the London Office .. on £ 500—800 

1 Manager in New York Office .. on £ 1,750 

137. The llailway Board have, we understand, now decided to decentra¬ 
lise publicity activities, and to place more of it in the hands of individual 
railway administrations. They propose to abolish the Central Publicity 
Bureau as such and to substitute for it a small and .less expensive publicity 
branch under the control of the Traffic Member of the Eailway Board. This 
Branch will co-ordinate publicity questions on different railways and in the 
overseas offices. It is proposed to reduce the number of superior officers in 
the office to two, viz., a Chief Publicity Officer on a lower rate of pay, namely 
on Es. 1,850 and an Assistant Publicity Officer on Es. 350—30—-800. The staff 
in the London Office will be similarly reduced by one. The total cost, includ¬ 
ing leave salaries, of officers is expected to be Es. 78,000 in 1932-33 as against 
Es. 1,69,000 this year. 

138. So far as the Indian portion of the establishment is concerned, we 
recognise the need for keeping a small nucleus organisation even in these times 
of stringency, and we accept the Eailway Board’s proposal which we under¬ 
stand to mean the abolition of the post of Chief Publicity Officer and three 
assistants and the retention, under another name, of.the present post of Assist¬ 
ant Chief Publicity Officer, which is a post on the senior scale. 

139. As regards overseas publicity, however, the question is somewhat 
complicated. For want of sufficient data we were not entirely satisfied about 
the actual results achieved by the London and New York Offices, but at the 
same time we recognise that sufficient time has not elapsed to form a final 
and definite judgment about their value. We were also impressed by the 
argument that every big railway system in the world has its arrangements 
for publicity in London and New York and that though other railways are 
passing through similar difficult times it is reported that they have not re¬ 
duced to any extent their publicity expenditure in London and New York. 
We are reluctant, therefore, to recommend the total abolition of these offices, 
but we strongly urge that the outturn of work in these offices and the results 
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therefrom should be carefully watched and sufficient data obtained and main¬ 
tained to judge” whether the results are adequate. An annual report on the 
activities of each office specifying the enquiries dealt with in each and the 
number of tourists that are attracted to India by them should be prepared, 
showing clearly the estimated benefit not only to railways but to the country 
as a whole from such traffic. 

140. We note that the New York Office consists of one officer and two 
clerks while even with the reductions proposed by the Railway Board the 
London Office is to have two managers and six clerks. It was explained to 
us that of the three officers at present engaged one is used exclusively for 
business in connection with the collection of advertisements and that two 
other officers are required for ordinary office work, as they maintained two 
offices in London, one in the Haymaiket and the other in the India House. 
We were also informed that part of the time of an officer is employed in clear¬ 
ing parcels, etc., from the Customs House. Such duties we think should be 
entrusted to a clerk. We are firmly convinced that it is unnecessary to have 
more than one office in London with one officer in charge ; advertising busi¬ 
ness can, we are certain, be dealt with much more economically on a commis¬ 
sion basis. We, therefore, recommend that the staff be reduced to one officer 
and not more than three clerks. 

141. While we accept the Railway Board’s recommendations subject to 
the above remarks, we must add that we think it should be stipulated that 
this organisation should not be exceeded for some time to come. 

142. It is convenient to consider along with this expenditure the expendi¬ 
ture incurred by railways on publicity. The annual expenditure incurred by 
railways through their own organisations, apart from the contributions to 
the Central Publicity Bureau, has been as follows :— 


1924-25 


.. 

Rs. 

3,85,000 

1925-26 



4,66,000 

1926-27 



6,22,000 

1927-28 

• • 

• • 

6,32,000 

1928-29 


• • 

6,62,000 

1929-30 



8,29,000 

1930-31 (estimates) 

m 


7,95,000 

1931-32 (estimates) 

. . 

. . 

7,56,000 


The budget estimate of the current year is, we understand, not likely to be 
worked up to because we were informed that individual railways had cut out 
their expenditure on publicity first of all in their efforts for retrenchment. 

143. The Agent, North Western Railway, told us that his railway had 
dispensed with the Publicity Officer, the work being done by the Deputy 
Chief Commercial Manager. Divisional Commercial Officers also did some part 
of the work, and in .present circumstances he was of opinion that there was no 
need either for a Publicity Officer or to spend a large amount of money on 
publicity. We understand that the Madras and Southern Mahratta Railway 
too propose to give up their Publicity Officer and to place the work under an 
officer in the commercial section in addition to his own duties. We think 
that this procedure should be followed on other railways. The Publicity 
work should be entrusted to the commercial organisation of railways and 
Divisional and District officers should be entrusted with the task in addition 
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to their own duties. With such a re-organisation we are confident that pub¬ 
licity expenditure on railways can be reduced to about a third of what it is 
at present and that a reduction of at least Rs. 5 lakhs can be expected. With 
& reduction of Rs. lakhs in the Central Publicity Office, the total expendi¬ 
ture on publicity (including Central and Overseas publicity, and publicity 
on railways) should not, for the next few years, exceed Rs. 6 lakhs which is 
less than half the present expenditure. 

Railway Staff College, Dehra Dun. 

144. We understand that at the Railway Staff College, Dehra Dun, 
classes are held for Senior and Junior Officers, Probationary officers, and 
Senior subordinates and that the staff consists of a Principal, assisted by a 
Superintendent and three Technical Instructors. We have been informed 
by the Railway Board that, at any rate on State-managed railways, a number 
of officers will shortly become surplus and that it is the intention, when pos¬ 
sible, to absorb as many of these in vacancies which may occur. If this 
course is followed, it will necessarily retard the present rate of recruitment, 
which will result in a decrease in the number of Probationary officers requir¬ 
ing to undergo a course of training at the Staff College. 

145. We therefore recommend that the programme of courses be carefully 
reviewed and adjusted, so as to admit of a reduction in the number of the 
instructional staff. We also recommend that the Railway Board should examine 
the feasibility of deputing officers from time to time to give instructions and 
lectures and keep the permanent staff to the absolute minimum, and endeavour 
to make a reduction of at least half a lakh a year. 

Miscellaneous Establishments. 

146. We discussed with the Railway Board the provision for miscellaneous 
establishments shown in Annexure C to Demand No. 11-Railways. In the 
current year a sum of Rs. 7,60,000 has been provided. This includes Rs. 30,000 
for a Timber Advisory Officer and staff ; Rs. 60,000 for consultation fees to 
Messrs. Rendel, Palmer and Tritton ; Rs. 40,000 for leave salary and passages 
of officers in foreign service ; Rs. 45,000 for the Supervisor of Labour ; and 
Rs. 8,000 as a contribution towards the Overseas Mechanical Transport Council 
in London. The balance of nearly 5f lakhs is for various officers and establish¬ 
ments on special duty. Part of this expenditure (Rs. 40,000) is made up of 
small sums for the completion of special duties sanctioned in the previous 
year or years. The more important items in which substantial expenditure 
is being incurred in the current year are given below :— 

Officers on Special duty for — 

Rs. 

(1) Reduction of office correspondence and returns .. 56,000 

(2) Preparation of traffic rates registers .. .. 80,000 

(3) Preparation of railway Accounts and Executive 

Codes .. .. .. .. 49,000 

(4) Framing an estimate of the cost of giving assistance 

to Railway employees towards the education of their 
children .. .. .. .. 52.000 


2,37,000 


A lump sum of Rs. 3 lakhs has also been provided in the budget for mis¬ 
cellaneous special investigations decided on in the course of the year. 

147. In these days of acute financial stringency we consider it. desirable to 
insist on keeping this expenditure down to the bare iwinimnm 



148. The Chief Commissioner of Railways told us that though he thought 
that the Timber Advisory Officer had, in the past, done very good work for 
railways and the abolition of the post would mean a definite loss to railways, 
he would accept a recommendation, if we desired to make one, for its abolition. 
We are of opinion (with one dissentient) that it is unnecessary to maintain a 
separate officer to advise the Railway Department on purchase of sleepers when 
they can obtain all the advice they need from the Forest Research Institute at 
Dehra Dun which is maintained by the Central Government at considerable 
expense to advise all Departments of Government in such matters. One of our 
number is juiable to accept this proposal which he regards as uneconomical. 

149. Mr. Russell told us that practically no expenditure would be involved 
next year on the various special duties at present in existence. We desire 
to suggest that the preparation of Codes should be kept in abeyance at present, 
as it is hardly such an important matter as to necessitate spending money 
on it in these times. We, therefore, recommend that, in the immediate future 
and as soon as a convenient stage is reached, such part of the Codes as has 
been already finished may be issued, the balance of the work being under* 
taken in more prosperous times. When it is so undertaken, we consider it 
desirable that the officer in question should be employed exclusively on suehr 
work and a definite time limit should be fixed for its completion. 

150. While on this point we should, we think, refer to the expenditure on 
the preparation of a Railway Audit Code which has come to our notice, though 
the expenditure is not recorded under this demand but under demand No. 51- 
Audit. The Director of Railway Audit has kindly shown us the Code which 
consists of 15 pages with appendices showing the programme of work and the 
powers delegated to the Director of Railway Audit. He has informed us that 
the work on this compilation began on the 26th August 1929 under one 
officer and finished on the i4th April 1931 under another, and the total cost of 
their pay and that of their staff for the period came to about Rs. .‘37,000. He 
has also told us that during part of this time the staff were engaged on some other 
work as well and that, in addition to this Code, they were preparing a more 
bulky manual giving various departmental instructions for the conduct of 
audit. Making allowance for all this we cannot feel that the expenditure has 
yielded adequate results. 

151. Similarly, we are informed that the period originally sanctioned for 
the preparation of a Railway Account Code was six months, the staff was 
estimated to cost about Rs. 15,000 and the work was started in May 1930. In 
the following November, the original period of sanction was extended bv 
another year, and it is now, we understand, contemplated that it should be 
further extended to the end of March 1932. Since April 1931, the officer has, 
we are told, been doing other work in addition. The cost up to now is Rs. 34,000, 
and no part of the Code has yet been issued. We are informed that the work is 
likely to be finished by the end of March 1932, and will cost another Rs. 6,000 
exclusive of the cost of printing. 

These instances lend some justification to the general feeling that special 
investigations on railways are started too lightly and that once started they 
go on indefinitely with insufficient control-. 

152. We understand also that the consultation fees to Messrs. Rendel, 
Palmer and Tritton would no longer he payable in view of the recent decision 
to abolish the branch of the Consulting Engineers’ Office in India. 

153. We are of opinion that there are certain items in this Demand, for 
example, leave salary and passages to officers in foreign service and officers 
and staff for the preparation of traffic rates registers, which are out of place 
in this Demand. They should be included in the budgets of the railways to 
which they pertain. 
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154. We were informed that the experiments in connection with the 
mechanisation of accounts have been stopped for the time being. We trust 
that they will not be resumed without careful consideration and, at any rate, 
not until much more prosperous times. 

155. Siuce the Supervisor of Labour is on a permanent basis, we presume 
that the special officer and staff to inspect labour organisations will no longer 
be shown in this Annexure. He should be either charged to the railway 
concerned or shown in Annexure D to the Demand. 

156. Mr. Bussell agreed to the contribution to the Overseas Mechanical 
Transport Council in London being cut out of the next year’s budget. 

157. With all these changes this budget should be cut down to very 
small proportions. We are, on general grounds, much averse to lump-sum 
provisions which, in our opinion, tend to unnecessary extravagance ; but. 
recognising the need for special investigations now and then in the course of 
railway wording, we are prepared to agree to a small lump-sum provision, not 
exceeding one lakh, being made, but we would recommend that, in presenting 
the demand, information should be given to the Assembly of all the proposals 
which the Railway Board have in view for investigation during the course of 
the budget year, or alternately, that the proposals in view be placed before 
the Standing Finance Committee for Railways and their approval obtained 
before action is taken on them. 

158. Our proposals involve a saving of over five lakhs ; the present ex¬ 
penditure of Rs. 6,15,000 (excluding Rs. 40,000 for leave salary and passages 
of officers in foreign service, and Rs. 45,000 for the Supervisor of Labour, both 
of which, we suggest, should be shown elsewhere, and Rs. 60,000 for consultation 
fees to Messrs. Rendel, Palmer and Tritton which, we are told, would in 
any case not be payable) should in our opinion be reduced to not more than a 
lakh. 

159. Having reviewed Miscellaneous Expenditure we recommend— 

Cl) that the expenditure on ‘ Surveys ’ be reduced to a minimum ; 

(2) that the Railway Rates Advisory Committee be abolished, an ad hoc 

Committee being appointed when necessary to investigate any 
complaints that the public are entitled to make under present 
arrangements (saving one lakh) ; 

(3) (a) (i) that the Central Publicity Bureau be abolished, and re¬ 

placed by a small establishment of two officers and a 
small staff under the Railway Board, and 

(ii) that the staff in the London Office be reduced to one officer 
and three clerks (saving 2J lakhs) 

(b) that the expenditure on Publicity on railways should be re¬ 
duced by five lakhs. 

(4) that the staff in the Dehra Dnn Staff College should be reduced 

(saving \ lakh) ; 

(5) that the total lump sum provision for special investigations he 

limited to one lakh, and that expenditure from this sum should 
not be incurred without the previous appfcx>val of the Standing 
Finance Committee for Railways (saving 5 lakhs), 
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CHAPTER XI. 

Staff Matters. 

Superior staff. 

160. The total cadre sanctioned in March 1931 for State-managed Railways 
is, we understand, 1,077, as follows :— 



Adminis¬ 

trative. 

Senior 

scale. 

Junior 

soale. 

Leave 

and 

Deputa¬ 

tion 

reserve. 

Train¬ 

ing. 

Total 

Supe¬ 

rior. 

Lower 

Gazett¬ 

ed. 

Total. 

N. W. R. .. 

28 

72 

78 

37 

12 

227 

74 

301 

E. I. R. .. 

31 

78 

82 

38 

13 

242 

61 

303 

G. I. P. R. 


59 

66 

30 

8 

193 

40 

233 

E.B.R. .. 


41 

41 

19 

9 

119 

16 

135 

Burma Rys. 


34 

34 

15 

4 

98 

7 

106 


The previous sanctioned scale was, we are informed, 903, including a small 
leave reserve of 73 on some of these railways ; the Great Indian Peninsula Rail¬ 
way, for example, had no leave reserve. 

Out of these, we are informed that it has been decided to abolish 29 posts 
in the North-Western Railway and to keep in abeyance 21 on the East Indian 
Railway, 8 in the Great Indian Peninsula Railway, 17 (of which 6 will be 
abolished) on the Eastern Bengal Railway and 3 on the Burma Railways—a 
total of 78 in all. 

On Company-managed railways we understand 52 posts out of about 850 
have been held in abeyance. 

In both cases the possibility of further reductions is under examination. 

161. In a memorandum furnished to us by the Railway Board, the number 
of officers in the various services in 1924 and in 1930 has been compared- - 

1924. 1930. Increase. 

State-managed .. .. .. .. 1,102 1,270 108 

Company-managed .. 760 877 117 


1,862 2,147 286 


an increase of about 15 per cent, in both cases. Out of the increase of 285, less 
than half (130) have recently been kept in abeyance or abolished--mainly the 
former. 

162. Without examining the question in detail, we cannot say what parti¬ 
cular posts are redundant at present ; but there is obviously a prima facie case 
for further drastic reduction. Far example, in a statement submitted by 
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the North Western Railway the increase in officers recorded in a few depart¬ 
ments is as shown below :— 



1924. 

1931. 

Bridge Department 

4 

10 

Electrical Department 

3 

7 

Mechanical Shops 

6 

15 


With the curtailment of capital works for which most of these officers were 
engaged, their further continuance in service requires special justification. 

163. Railways should, in our opinion, not have a bigger staff than in 1924, 
seeing that the traffic is likely for several years to be on a lower level, and, 
work connected with the capital programme considerably reduced. 

Leave and Deputation Reserves and permanent posts for construction and 

surveys. 

164. The new cadres of officers for State-managed railways include 139 
posts in the Junior Scale to provide a reserve for leave and deputation and also 
36 posts for construction and surveys. We were informed that the former 
was calculated at 20 per cent, of the working posts roughly divided as 16 per 
cent, for leave and 4 per cent, for deputation. We discussed with the Railway 
Board the possibility of reducing this reserve as we were of opinion that it is 
not necessarily an economical plan to have such a reserve. It was likely in 
our opinion to lead to a superfluity of officers during the winter when fewer 
officers went on leave. Mr. Hayman admitted that in winter the present leave 
reserve might prove excessive, but he claimed that it was for that reason that 
they had combined the leave and deputation reserves, the idea being to use the 
surplus officers for special duties during the winter. We are not enamoured 
of this arrangement. With a superfluity of officers there is always a tendency 
to create work for them and this leads to further unnecessary expenditure. 
We are convinced, therefore, that the leave reserve should be based on the 
minimum number of officers on leave at any time during the year and that 
the larger number of vacancies that exist in other parts of the year owing to 
the greater number of officers on leave should be filled in an officiating 
capacity by deserving subordinates. This procedure will have the additional 
advantage of enabling the administration to test the capacity of those sub¬ 
ordinates before permanently promoting them. This will be all the more 
necessary as owing to our proposal to abolish the Lower Gazetted Service, 
the percentage of promotion from subordinate ranks to the superior services 
is likely to be increased in future. We understood from the Railway Board 
that at present they were not in a position to say what were their minimum 
requirements for leave. Till such experience has been gained, we recommend 
that the present reserve should be at once cut down by half. 

165. Similarly in view of the fact that at present and for the next few 
years there is very little hope of money being found for new construction we 
consider that it is unnecessarily extravagant to provide in the permanent cadre 
for posts for constructions and surveys and we recommend that the 36 posts 
provided therein should be abolished forthwith. It is difficult to estimate what 
would be <he saving resulting from these recommendations, but at a rough 
guess, we may say that ultimately it ought to be in the neighbourhood of 8 
lakhs. 

166. We understand that under the existing fundamental leave rules, it 
is often financially worth while for an officer who has been officiating in a 
higher post to take leave rather than revert to his original post. We consider 
this to be an unsatisfactory arrangement, from the point of view of public 
expenditure and we recommend that steps should be taken to alter these rules 
as early as possible. We desire to draw the special attention of the General 
Purposes Sub-Committee to this aspect of the question. 
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Covenanted Subordinates. 

167. We have been assured by the Chief Commissioner of Railways that 
the number of covenanted subordinates on Indian Railways is steadily rte- 
creasing. We note that recruitment in England is confined to specialist posts, 
and is resorted to only when it is definitely known, after enquiry, that men 
with the requisite skill, training and experience are not to be found in this 
country. We have been informed that on State-managed railways only 18 
men have been recruited from abroad during the last three years ; but the 
position in Company-managed Railways is not quite satisfactory. Wo are of 
opinion that it should be possible with improved training facilities in India 
to reduce still further the recruitment of subordinates from abroad, even if it 
is not possible to stop it entirely which we consider should be the aim in view. 

Discharge of staff. 

168. It is a general complaint against the recent policy of the Railway 
Board with regard to discharges that the number of subordinate staff discharged 
is disproportionate to the number of gazetted officers discharged. We therefore 
asked the Railway Board to give us a statement comparing these discharges 
and we summarise it below :— 


1 

Number 

discharged. 

Estimated 

savings. 




Rs. 

Gazetted officers 

.. 

44 

3,74,400 

Upper Subordinates rising to Rs. 260 and above 

.. 

87 

3,28,600 

Subordinates between Rs. 30 and Rs. 260 .. 

.. 

12,779 

76,22,600 

Below Rs. 30 .. 

.. 

27,245 

52,61,682 



40,155 

. . _ _ i 

1,34,87,082 


169. Among officers discharged we understand that there has hardly been 
any permanent officer ; most were temporary engineers, whose services were 
dispensed with mainly as a result of the discontinuance of construction work. 

170. As regards the gazetted establishment, we are told that the action 
already taken on railways has been mainly to keep posts in abeyance, that is, not 
to fill up vacancies or to revert officiating subordinates to their substantive pests, 
and it has been pointed out that this again has affected subordinates and not 
gazetted officers. We understand from the Railway Board that they intend 
to adopt the same standards with regard to officers as have been applied to 
others, and that they propose to discuss soon with Agents of railways the 
question of reduction of the permanent cadre and the procedure for discharg¬ 
ing surplus permanent officers. While we agree with the Railway Board that 
it does not always pay to cut down supervision—and especially in times of 
retrenchment some more supervision may be necessary,—we feel that there is 
some ground for the complaint that different categories of staff are judged by 
different standards, and we recommend that the Railway Board will take 
measures effectively to correct that impression. 
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Anomalies in rates of pay on different railways. 

171. The Railway Board have sent us voluminous statements showing the 
scales of pay for gazetted officers and upper subordinates. There is a wide 
disparity between the scales of pay between different railways, 
arid the general impression that we get from a cursory examination of these 
scales is that the scales for upper subordinates on State-managed railways are 
considerably higher than in Company-managed railways. Taking one small 
instanc e we compare below the cost of the train control staff on State-managed 
railways’ with that on the M. and S. M. Railway. The cost per man on the 
Northwestern Railway, East Indian Railway, and E. B. Railway is roughly Rs. 
3,900 per annum. On the G. I. P. Railway it is Rs. 2,800. On the M. & S. M. Rail' 
way it is Rs. 1,500. We have not been able to discover from comparative 
results for 1929-30 that the work of the staff on the State-managed railways is 
so much more responsible or arduous or that the operating results obtained are 
so much better as to justify this difference. We give below' lor purposes of 
comparison the scales of pay of the actual operators who constitute the large 
majority of the staff engaged on this work :—. 

North Western Railway .. .. 7 on Rs. 200—250. 

48 on Rs. 300—350. 

Great Indian Peninsula Raihvay ., .. 39 on Rs. 200—250. 

47 on Rs. 300—345. 

East Indian Railway .. .. 26 on Rs. 200—300. 

33 on Rs. 300—400. 

Madras and Southern Mahratta Railway .. 50 on Rs. 80 -100. 

Special pay for gazetted officers. 

172. We have observed that the Railway Board have withdrawn special 
pay in quite a number of instances, and that the number retained is less than 
half of the original number. We understand that no such special pay was 
retained without a special reason, either that there was considerable additional 
work or responsibility attached to the post, or that the arrangement was more 
economical than other possible alternatives. 

In one case, however, the reasons given did not impress us. Deputy 
Directors in the Railway Board are given a special pay of Rs. 250 for the 
reason that, it is on a par with allowances drawn by officers of similar standing 
in other Secretariats of the Government of India. As a commercial organisa¬ 
tion, there seems to us little necessity for the Railway Department following 
blindly other Departments of Government ; and we think that the Railway 
Board should not encourage its staff to claim to belong to a commercial De¬ 
partment or a Government Department as it suits them and thus make the 
best of both worlds; 

Scales of pay for new entrants. 

173. We were informed that the Railway Board had actually prepared 
certain scales of pay for future entrants to services and that these were at 
present under the consideration of the Government of India, but it was ex¬ 
plained to us that as a question of official propriety the Board were unable to 
communicate these scales to us. We have, therefore, not had the benefit of 
their experience in this matter, but we feel that our Report would be incom¬ 
plete if we did not include in it a statement of the general lines on which we 
consider this question should be tackled for the future. We cannot help 
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feeling that the present scales of pay are pitched too high, and that it is neces¬ 
sary to bring them down considerably. We therefore framed provisional scales 
and discussed them with the Railway Board who, while lmable to commit 
themselves in any way on details, considered them on the whole reasonable. 
They had only one or two criticisms to make which we have taken into con¬ 
sideration in the final form of our proposals. 

174. Before we put forward our proposals it will probably be convenient 
if we indicate briefly the various stages which have led up to the present scales 
of pay. Before 1900 the scale of pay for officers of the Engineering, Traffic, 
Locomotive, and Accounts Departments of Railways was the same. 

Ra 

Assistants—Grades .. .. .. . .. 250, 350, 450, 650. 

District Officers .. .. .. .. 650,800,950. 

Administrative .. .. 1,100,1,350. 

Heads of Departments and 

Agents of smaller Railways .. .. .. .. 1,600 

Chief Engineers and Agents 2,000 2,600. 

Between 1908 and 1912, a new time-scale of pay was adopted for the 
Engineering Department, while the graded system was retained for the Traffic 
and Locomotive Departments on an improved scale. The Accounts Department 
was transferred to the control of the Finance Department in 1911. The new 
scales stood thus :— 

Engineering. Traffic and Loco. 

Rs. Rs. 

Assistants . 380 to 760. 250,300,400,460 560. 

Distriot Officers .. .. .. 800 to 1,260. 700, 800, 900, 1,000, 

1,100. 

Administrative .. .. .. 1,500,1,760, 2,000. 1,600. 

1,600, 1,760 Dy. Agents. 

Chiefs .. .. .. .. 2,500 and 2,760. 2,000. 

Agents .. .. .. .. 3,000. 

Between 1919 and 1922 a time-scale of pay uniform for all Departments 
was introduced with a technical pay of Rs. 75 for Civil and Mechanical En¬ 
gineers and Overseas pay varying from Rs. 150 to Rs. 250 for Europe recruited 


members. 

Assistants—(Junior scale) 

Rs. 

300—900. 1 

j plus Rs. 75 Teobnioal 

District Officers—(Senior scale) 

1 

650—1,300. J 

1 Allowance for Engin- 

1 • plus overseas pay Rs. 

Deputies—varying from 


160 to 260 for Europe 
recruited members. 

Rs. 

. 1,760 to 2,160 Engineer¬ 

Chiefs—varying from 


ing and Agency. 

1,750 to 2,000 Traffio 
and Mechanical. 

. 2,750 to 3,000 Engineer¬ 

Agents .. 

3,600 

ing. 

2,300 to 2,500 Traffio 
and Mechanioal. 


LclRRSC 
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In the revisions of 1924 and thereafter the scales for Assistants and District 
Officers were not altered except in the matter of overseas pay of which the 
maximum was raised to Rs. 300 with a sterling rate varying from £15 to £30. 

A new class of Divisional Superintendents was introduced and the administra¬ 
tive scales stood thus :— 

Be. 

Deputies—varying from .. .. •• • • 1,760 to 2,160 Engineer¬ 

ing. 

1,960 to 2,160 Divisional 
Superintendents. 

1,950 Dy. Agents. 

1,760 to 2,000 Traffic 
and Mechanical. 

Chiefs .. .. .. .. . • . • • • 2,760 to 3,000 Engineer¬ 

ing and Operating. 

2,300 to 2,760 Traffio 
and Commercial. 

(Deputies and Chiefs with overseas pay of £13J if eligible.) 

Agents .. .. .. .. ■ • R' 9 - 3,500 

175. In the several revisions of pay that have taken place in the last 
30 years, the reasons given have generally been “ increased responsibility ”, 

“ to attract recruits of the right stamp from England ”, “ abnormal rise in 
the cost of living ”, etc. 

176. The Islington Commission of 1913-16 laid down as the only safe 
criterion of pay and service— 

“ Government should pay so much and only so much to their employees 
as is necessary to obtain recruits of the right stamp and to 
maintain them in such a degree of comfort and dignity as will 
shield them from temptation, and keep them efficient for the 
term of their service ”. 

Acting on the above principle, they thought that, being in the position 
of a monopolist employer in the case of statutory natives of India, it was 
sufficient to adopt an incremental scale of Rs. 250—500 for Provincial Ser¬ 
vices and Rs. 300—1,000 or 1,050 for Imperial Services with selection grades 
or posts on pay suitable to each service. In the case of officers appointed in 
Europe, a slightly higher rate was adopted giving the European scale an 
average advantage of Rs. 186 per mensem over the Indian scale. The rate of 
exchange then stood at about Is. 4 d. 

177. In 1916 when the Islington Commission made their recommendations, 
the index of wholesale prices at Calcutta (which is given in “ Capital ”) was 
128 against 100 of July 1914. In 1920, the index rose to 201 and in 1923, 
Government found it necessary to appoint the Lee Commission to revise the 
recommendations of the Islington Commission. They recommended a scale 
consisting of basic pay with overseas pay for Europe recruited members. The 
actual scales adopted are given above. 

The index of wholesale prices was 

100 in July 1914. 

128 in 1916 when Islington Commission reported. 

201 in 1920 about which time new scales were fixed. 

173 in 1924 when Lee Commission reported. 

93 in June 1931. 
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178. Taking the above as a guide, though we recognise the index of whole¬ 
sale prices is not a perfect criterion, it would seem that it is justifiable to adopt 
for new entrants the scale suggested by the Islington Commission in 1916 and 
it would be “ restoring the real pay of the services to the level ” which was 
expected to be attractive in 1916 when conditions were ho better than they are 
now. 

179. Based on the principles enunciated above, we consider that tha new 
scales of all departments of railways should be somewhat as follows ; th^ lower 
gazetted service being abolished :— 


Junior scale—from Rs. 250 to 500. 

Senior scale—Rs. 600, 800, 1,000. 

Deputy Heads of Departments—Rs. 1,250 and Rs. 1,500 with overseas 
pay Rs. 150. 


} With overseas pay between 
Rs. 100 and 250. 


Divisional Superintendents—Rs. 1,750, with overseas pay Rs! 150. 
Heads of Departments—Rs. 2,000. (Rs. 2,250 on larger railways). 


Agents -Rs. 0,000. 

Notre.—Overseas pay to be admissible only to recruits of European domicile 
recruited in Europe, if such recruitment is maintained. 

180. We agree with the Railway Board in the view that continuous time¬ 
scales of pay are generally undesirable except in the first few years of an offi¬ 
cer’s service, and consequently we do not recommend any time-scale of pay for 
senior scale officers. We are, however, not convinced that a fixed pay for such 
officers is entirely suitable. We, therefore, recommend 3 grades, viz., Rs. 600, 
800 and 1,000, and suggest that after a certain minimum period of service in each 
grade an officer, if considered deserving, might be promoted to the next higher 
grade though it might be necessary to fix a maximum for the number of 
posts in the higher grades so as to avoid the possibility of people being unneces¬ 
sarily pushed into a higher grade. Secondly we also agree with the Railway 
Board that it is undesirable to put a definite limit to the pay of an Agent. Ob¬ 
viously, it is not desirable or necessary to pay Agents of all railways—small 
or large—at the same rate. The actual pay given must depend upon the man 
in particular we think that circumstances might easily arise in which it would 
be very desirable to go outside the ordinary run of railway men to select for 
the post* of Agent a particularly good business man, for example of the type 
of Sir Josiah Stamp, who is now the head of one of the biggest English rail¬ 
ways. Salaries must in such case be a matter of negotiation. 

181. Though we have not gone in detail into the case of the other staff we 
consider that the scales of pay should be examined and fixed on the same prin¬ 
ciples, and in particular, that the upper subordinates’ scales should not ex¬ 
ceed Rs. 400 as a maximum and the lower subordinates Rs. 250. 


Cuts in pay of existing Staff. 

182. At the outset of our investigation, we examined the fin a n cia l results 
of the working of Indian railways and the prospects for the next few years : 
and the size of the deficit convinced us that drastic cuts in pay should be an 
essential and integral part of our proposals. We had then to consider whether 
such cuts should affect all railway servants, or provide for any exemotions. 
We soon came to the conclusion that when out of the total cost of 32 erores for 
all staff, the wages bill of staff drawing less than Rs. 50 amounted to 14 erores, 
of which 8 erores was paid to staff under Rs. 30, it was impossible to get tha 



60 


full reduction required if we started making exemptions. Then again, in a 
national emergency like the present, it is proper to call upon all to beai a pait 
of the burden ; and, finally there is the undoubted fact that one of the justi¬ 
fications of the proposal is the heavy fall in prices of foodstuffs which has bene¬ 
fited proportionately the lower paid classes of railway staff more than others. 
We therefore decided to exempt none from the cut. 


183 The next question that arose was whether the cut should be uniform 
or graduated. It can be argued that present circumstances have already hit 
the higher paid classes harder. The increased taxation, both direct (like income 
and super taxes) and indirect (like customs duties), has very considerably 
reduced uot only tlieir net income but the purchasing power of that income ; 
and the fall in the price of foodstuffs has affected them but little as expenditure 
on food forms a relatively small part of their total cost of living. Nevertheless 
we felt that it was reasonable to maintain that the higher the pay, the more 
the margin of surplus of income over expenditure and the less the hardship in¬ 
flicted by a cut. We therefore came to the conclusion that the cut should begin 
with half an anna in the rupee on incomes of Rs. 30 and under and progress 
gradually. 


184. After discussion in the General Retrenchment Advisory Committee 
the following cuts were proposed which we recommend :— 

Per cent. 


for every rupee of the first thirty rupees of every salary or wage .. 3J 
for every rupeo of the next seventy rupees .. .. .. 61 
for every rupee of the next four hundred rupees .. .. 7J 
for every rupee of the next thousand rupees .. .. .. 10 
for every rupee of the next fifteen hundred rupees .. 16 
for every rupee of the remainder .. .. • • .. 20 


This cut will be on pay and all such allowances as would be taken into 
consideration in assessing income-tax. 

185. If the cuts in pay that we have recommended are given effect to, they 
would result in a saving of approximately 21 crores in a full year. 


180. One of our number strongly dissents from this proposal. Whereas he 
would be willing to accept an emergency cut of so much per cent, all round, 
whose simplicity would! compensate for its want of logic, he cannot accept the 
proposal of the Committee which purports to, be based on some principle but is 
in effect based on none. The Railway Board has so far been unable to pro¬ 
duce the orders regulating the post war scale of increases ; but it is well-known 
that they were mainly based on the proportion of each man’s pay that was 
estimated to be spent on foodstuffs ; where the proportion was high the in¬ 
crease was high amounting in some cases to as much as 100 per cent. This 
principle, mutdtis mutandis, should apply to the reductions consequent on the 
present unprecedented fall in the prices of foodstuffs. The proposals of the 
majority tend still further to accentuate the contrast between the well being 
of public servants and that of the bulk of the population which is dependent 
on agriculture. 


Provident Fund and Gratuity. 

187. We suggest that the Railway Board institute as early as possible an 
actuarial examination of the cost to the railways of the present Provident- Fund 
Bonus and Gratuity admissible to railway servants, as compared with the cost 
of the pensionary system on the scale applicable to other Government servants. 
The fact that it is believed that most pensionable servants would, if they are 
given the option, choose the railway system, together with the fact that in the 
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contributory provident fund scheme in force for certain Government servants 
tie bonus is only 75 per cent, of the Government servant’s contribution (or 
ljl6 of pay) as against 100 per cent. (1|12 of pay) in railways, and that no 
additional gratuity is payable in the former case, leads us to suspect that rail¬ 
way rules are generous at present, and require to be revised at least with 
regard to new entrants. 

Passes. 

188. We understand that the rules with regard to passes are not more 
generous than in other countries. The Chief Commissioner of Railways has 
told ns that actually they cost nothing to railways, and at the present moment 
w hen iailwaymen have in various ways lost their privileges to a certain extent, 
the taking away of this concession will merely lead to discontent and to no 
advantage. We have no recommendations to make in this matter except that 
we consider it very desirable to have a uniform practice on all railways and to 
impose a suitable restriction on the number of passes allowed even in the case 
of officers. We understand that action on these lines is under contemplation 
by the Railway Board. 
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CHAPTER XII. 

Miscellaneous Matters. 

Stores Purchase. 

189. We held a joint meeting with the Stores and Printing and Stationery 
Retrenchment Sub-committee to discuss the purchase of stores for Railways 
through the Indian Stores Department. The total purchases made by railways 
through the Indian Stores Department in 1929-30 amounted to 1£ crores, 
whereas the total cost of material purchased amounted to 30 crores of which 
13f crores represented indigenous material. We must, however, observe that 
the proportion of purchases through the Indian Stores Department should not 
be taken on the figure of 30 crores, as this includes materials like rolling 
stock, permanent way, bricks, ballast, etc., which it is neither necessary nor 
practicable to buy through the Indian Stores Department. We recognise 
that it is difficult to lay down general principles in this matter and that eaeh 
case must be considered on its merits. We think that the present system by 
which the Railway Board discuss periodically with the Indian Stores Depart¬ 
ment the new classes of stores that can be added to the list of stores pur¬ 
chased through the Indian Stores Department is a convenient and practical 
method. We agree with the Chief Controller of Stores that, though Railways 
can in many cases buy as cheaply directly as through the Indian Stores De¬ 
partment, they should take into account the fact that other smaller depart¬ 
ments get the benefit of lower prices on account of combined purchases on a 
large scale. This argument applies strictly to articles which are in demand 
by other departments as well as by railways. Both the Chief Commissioner 
and the Financial Commissioner of Railways agree that when, with regard 
to any class of stores, they were convinced that it would be advantageous to 
the State as a whole to purchase through the Indian Stores Department, they 
would consider handing over the purchase to them and not look to the interests 
of railways alone. 

190. In pushing too far the system of bulk purchase through the Indian 
Stores Department, or otherwise, two dangers are to be guarded against. One 
is the possibility—and undesirability—of increasing stores balances. The other 
is the risk of the system of bulk and centralised purchase resulting in giving 
an advantage to the foreign manufacturer who has the benefits of mass pro¬ 
duction and can usually quote better terms than the indigenous manufacturer 
who usually manufactures on a small scale, and in preventing new firms from 
getting a footing in the market, thus leading to the formation of a combine. 

191. We observed a flaw in the present* procedure for considering price 
preferences to indigenous material since powers have not been delegated to 
Agents of railways by the Government of India. It is only when a recommenda¬ 
tion is made to the Railway Board by the Agent that they can decide whether 
a preference should be given or not. We feel that some Agents might, not 
knowing the Railway Board’s policy in the matter, consider a particular per¬ 
centage unreasonably high, and refrain from referring the matter to the 
Railway Board, whereas if the matter is referred to the Railway Board it is 
possible that the difference in price might be considered by the latter to be so 
small as to justify thb indigenous material being preferred. We recommend 
that railways should report periodically to the Railway Board all cases where 
the Agent has without a reference to them decided to place orders for foreign 
material, because in his opinion the disparity in price was too high. We also 
recommend, that with a view to facilitate the active compliance by Agents 
with the policy of the Government in this regard, powers may be delegated to 
Agents authorising them to give price preferences to a limited extent (say 5 
per cent.), provided that the amount in any case does not exceed a fixed 
maximum (say Rs. 500). If this recommendation is accepted, it should be 
made clear to Agents that these limits do not represent the maximum preference 
which the Railway Board are prepared to. give which must necessarily depend 
on the circumstances of each case. 
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Hours of Employment Regulations. 

192. We have been informed that the total annual cost of giving effect to 
the Hours of Employment regulations is likely to be 45 lakhs a year. In 
addition, the capital non-recurring cost of constructing quarters for the 
additional staff employed would be about 80 lakhs .of which 25 lakhs have 
already been spent. We understand that on the North Western and East Indian 
Railways effect has already been given to the rules in full at a cost of 14J lakhs 
and that it is contemplated to introduce the rules on the Eastern Bengal and 
Great Indian Peninsula Railways by the end of the year, and on the Company' 
managed Railways very shortly. In view of the present financial stringency 
and the fact that there is a possibility of the revision of the conventions being 
taken up at Geneva in the near future, and finally that the Whitley Commis¬ 
sion’s Report which has an important bearing on this problem has not yet beeii 
considered, we recommend that further action be suspended and that no 
efforts be made to introduce these rules where they are not at present in 
existence. This should not preclude however any railway from reviewing the 
hours of work in individual cases on humanitarian grounds. We understand 
from Mr. Russell that in certain cases, such as that of pointsmen, the hours 
worked were sometimes very long and arduous. 

The result of our recommendations is a saving of 24 lakhs a year, the esti¬ 
mated cost on railways on which the regulations have not yet been introduced. 

Concessions to Military Department. 

193. Our attention has been drawn to the concessions given by railways to 
the Military Department. Special rates are apparently quoted for military 
goods traffic, and all military officers and soldiers of all ranks are entitled 
on duty, and often on leave, to travel in a higher class on payment of a 
lower class fare. One of the witnesses who appeared before us (Mr. B. Das, 
M.L.A.) has estimated the loss to railway revenues at a crore of rupees annu¬ 
ally. We have not been able to verify this estimate. We are'not aware of 
the reasons that have led to the latter concession being granted to military per¬ 
sonnel, but wc are quite convinced that there are none that can justify the cost 
not being charged to the Army Department, but to railways. This concession, 
and the special freight rates quoted for military traffic if snch rates are not on 
a remunerative basis, is in our view subvention from railways to the Army 
Department which, apart from any other consideration, railways are not in a 
position to afford today. We strongly recommend that these concessions 
should not be continued any longer. 

Medical Department. 

194. We find that the work of the Chief Medical Officers in the various rail¬ 
ways varies very greatly. The Chief Medical Officer on the East Indian Rail¬ 
way for instance has to supervise the work of 15 medical officers, while the 
Chief Medical Officer on the North Western Railway has only 3 or 4 officers, 
under his control. A suggestion has been made to us that the administration 
of the Medical Departments on all State-managed Railways should be concen¬ 
trated at the headquarters of the Railway Board. While we cannot express nnv 
definite opinion on this proposal, we consider that it should be carefully examined 
by the Railway Board. We are quite clear, however, that it is practicable 
to amalgamate the headquarters establishment of the medical department 
of the East Indian and Eastern Bengal Railways which it is estimated will 
probably save at least half a lakh a year. We also suggest that the question 
of having one headquarters establishment for the North Western and Great 
Indian Peninsula Railways located at Delhi, at least till the North Western 
Railway is fully organised, should be taken into consideration at once. 
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195. One member of the Committee is of opinion that the question of rever¬ 
sion to the old system on State-managed Railways ,of enlisting the services of 
the Civil Medical Department in this, matter, thereby dispensing with the State- 
managed Railways Medical Department altogether, deserves further considera¬ 
tion. 

Statistical Work. 

196. Wo understand that, it has already been accepted in principle by the 
Railway Board that the coiupilation of statistics should be in charge of a Com¬ 
pilation Officer under the Accounts Department. * We recommend that effect 
should be given to this at once. We feel that by this means it would be possible 
to do away with the posts of Statistical Officer and Compilation Officer which 
exist on many railways. The mechanical work of compiling whatever statistics 
are considered useful can, we are confident, be done by an intelligent Superin¬ 
tendent under the general direction of the Chief Accounts Officer. The examina¬ 
tion and interpretation of these statistics is a matter for the executive, and it 
should le one of the chief duties of a Deputy Ageut to bring important matters 
arising out of such examination to the notice of the Agent, and to see that Heads 
of Departments take all necessary action. 

Presses. 

197. The Railway Board have informed us that a joint press for the Eastern 
Bengal and East Indian Railways is likely to yield appreciable savings, but that 
the Agent of the Eastern Bengal Railway, who admits this fact, is doubtful 
whether it will give equally efficient service. We recommend that the question 
of amalgamation should be taken up at once. 

Railway Catering. 

198. We understand that the Bengal Nagpur Railway runs its catering 
departmentaily, and at an annual loss of over half a lakh for a number of years. 
The total cost of the establishment is about 2f lakhs. We can see no justifica¬ 
tion for continuing this department at a loss and recommend that the question 
of adopting the system in force on other railways of letting the catering to con¬ 
tractors should be considered immediately. We understand that the railway 
also maintains two hotels at Puri and Ranchi which are working at a loss though 
a small profit was made in 1929-30. If these hotels continue to work at a loss 
the question of closing them also should be similarly considered. 

Sports activities of Railways. 

199. We understand that till recently there was a Sports Officer attached 
to the Central Publicity Bureau who was supposed to co-ordinate the sports 
activities of the different railways, organise inter-railway sports, etc., and that 
there were Sports Officers on various railways doing similar work. Some of 
these posts, we understand, have been abolished owing to the present financial 
stringency. 

We recommend that no attempt should be made to revive these posts. 
While we are not in favour of curtailing sports activities, we are of opinion 
that the supervision of these activities should be purely honorary work. 

Railway Rates Registers. 

. 200. We have been informed by the Director of the Railway Clearing 
Accounts Office that the annual cost of maintaining the rates registers on the 
North Western, Great Indian Peninsula and East Indian Railways is likely to be 
Rs. 1,10,000. We are not sure that the benefit derived either bv the railways 
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or by the public by the maintenance of these registers is commensurate with the 
cost, firstly, of preparing them and, secondly, of maintaining them. We under¬ 
stand that it is impossible to estimate what leakage of revenue these registers 
save to railways, and that, though it is estimated that there will be savings in 
staff as a result of these registers, commercial departments are reluctant to re¬ 
duce staff correspondingly. We suggest to the Railway Board the desirability 
of considering carefully whether expenditure on rate registers in these circum¬ 
stances is worth while. 


Saloons. 

201. Wv have been given certain figures by the Railway Board showing that 
the number of officers ’ carriages in the current financial year was 820 and that 
161 Carriages were constructed between the years 1924-25 and 1930-31 of which 
10# were additions to the stock on railways. The total number of officers on 
railw ays is approximately 2,000 and the number of saloons in use, which is 40 
per cent, of this seems to us to be too high compared with the number of officers. 
In view specially of the possibility of reduction in the number of officers, we 
recommend that no additions to the present stock of saloons should be made and 
even replacements should be carefully considered. The possibilities of pooling 
saloons, thereby reducing the total number of saloons, should not be lost sight 
of. Wo understand that the Madras and Southern Mahratta Railway have 
reduced the use of special carriages by officers and we trust that the question of 
similar action will be carefully considered by all railways. 

Incentives tq staff for co-operation in economy measures. 

202. It has been pointed out that the more important problem with which 
we are faced is how to ensure the economical working of our railways and to 
inspire zealous and devoted service from our railwaymen, rather than to lay 
down the standard of economical administration and the expectation of net 
financial results. 

203. One possible scheme suggests itself in this connection, namely, evolv¬ 
ing some method by which all classes of the staff may be induced to take a lively 
interest in more economical and efficient working, and to shake off their lethargic, 
humdrum and almost mechanical way of doing things. This can be done largely 
through the introduction of the system of inviting suggestions from the staff 
and encouraging inventions by them calculated to bring about economy. 

204. So long as mutual confidence and complete co-operation between the 
owners of railway property and the managers, however, are not secured, no 
amount of rules, statutory or otherwise, can ensure efficient and economical 
working. Experts may be asked to come and scrutinise but unless the actual 
workers concerned lay their cards on the table and they are frankly taken into 
confidence the best arrangement cannot be attained. Moreover, railway work¬ 
ing is of a dynamic nature, the scope of improvement in the same being almost 
continuous and unlimited. It is therefore necessary to induce the railwaymen 
to put in their best energy for successful working not only during periods of 
strain and difficulty but always and continuously. This has been realised by 
most of the advanced railway systems in the world" and, with varying degree 
of extension, schemes for inviting suggestions from the staff for improvement 
and economy have been introduced. 

205. On the Great Western Railway in England there is a sy,steal of Con¬ 
tinuously inviting suggestions from every class of railway employee for im¬ 
proved working and the meanest worker has an opportunity of proposing 
something that may,-in his opinion, bring about efficiency and economy. All 
these suggestions are received direct by the General Manager and then the bare 
LolKRSC 
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proposals are sent back to departments concerned for enquiry and report. The 
names ot’ original proposers are kept strictly' confidential and in case some 
economy is found to be possible through the adoption of a suggestion the em¬ 
ployee who proposed it gets a monetary reward corresponding almost, to one 
year’s savings. In case it is found impossible to accede to the suggestion, the 
proposer i 3 informed of the difficulties. Thus the system of suggestions works 
both for economy in the working as well as for education of the staff. 

206. On some other railways, instead of a continuous suggestion for econo¬ 
my, certain stated weeks in the year are notified as economy or efficiency weeks 
during which the staff of all grades are asked to put in their best work and to 
suggest improvements. Rewards are given on the suggestions and . on good 
record of work during the weeks. In certain eases competition or prize weeks 
for different grades of workers are also set apart and announced. 

207. On the South African Railway a “ Suggestions and Inventions 
Scheme ” has been in operation for the last two or three years. The scheme 
is reported to have been very popular with the staff. During 1929-30 nearly 
2,400 suggestions were received out of which more than 550 were adopted. It is 
reported that there was “ a gratifying number of suggestions calculated to 
secure reductions in working costs without impairing efficiency, a fact which 
points to a praiseworthy desire on the part of the staff to advance the economy 
and efficiency movement, upon which the administration has embarked The 
members of the staff whose suggestions were adopted received monetary awards 
aggregating about £1,000 during 1929-30. So greatly has the suggestions 
scheme been appreciated by the administration that the General Manager of the 
South African Railways conveyed a special tribute to the staff at the conclusion 
of his Annual Report 1929-30 “ for the earnest and continued efforts made to 
further economy and improve the methods of working in all branches of the 
service ”. 

208. The Germans are generally more given to method and red-tape, and 
yet on the German Railways considerable attention is given to the suggestions 
from the staff and particularly to inventions that members in the railway ser¬ 
vice may make. The practice on different systems under respective Presidents 
is different with regard to the method of rewarding good suggestions or inven¬ 
tions, but the railway authorities always give a patient hearing to any new 
suggestion that the staff may offer. For inventions the encouragement given is 
often very substantial, both in the opportunity given to the officers concerned 
for carrying on their experiments, as well as in providing sufficient resources 
for putting inventions into practice. 

209. In view of these experiences it is felt that considerable improvement 
in the efficiency and economy of working can be secured if some system is intro¬ 
duced on all the State Railways in India for inviting suggestions from the staff 
along lines suggested above. This will not only secure the maximum possible 
economy, hut will also enlist the goodwill of the staff which is so essential for 
successful working. 

210. It is hoped that in connection with the present study of retrenchment 
on Indian Railways some suitable and effective method will be found out to see 
that the proposals for economy are faithfully carried out and the co-operation 
of the Railway employees is fully secured. 
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CHAPTER XIII. 
Summary of Financial Retukt. 


211. The following is a summary of the financial results of retrenchments :— 

Lakhs. 


I. Estimated savings resulting from measures of eoonomy introduced by rail* 
wayB up to 31st July 1931— 


(1) General Administration .. 

(2) Repairs and Maintenance 

(3) Operation (other than Fuel) 

(4) Fuel .. 


.. 34-7 

.. 240-92 
.. 118-60 
.. 86-22 


479-80 


□. Additional recommendations for eoonomy made by us — 

(1) Amalgamation of offioes of Railway Board and of Controller of Railway 

Aooounte, and Central Standardisation Offioe and reduction of staff 
(para. 37) .. .. 

(2) Reduction of Circles of Inspection. (Para. 47) 

(3) Reduction in Accounts and Audit. (Para. 90) 

(4) Abolition of Railway Rates Advisory Committee. (Para. 131) 

(6) Reduction in Publicity expenditure. (Para. 143) 

(6) Reduction in expenditure on Railway Staff College. (Para. 146) 

(7) Reduction in miscellaneous expenditure. (Para. 168) 

(8) Reduction in leave and deputation reserve and abolition of permanent 

posts for Construction and Surveys. (Paras. 164 and 166) .. 

(9) Cuts in pay of existing staff. (Para. 186) 

(10) Suspension of further action regarding introduction of Hours of Em¬ 

ployment Regulations. (Para. 192) 

(11) Amalgamation of Medioal Headquarters establishment of E. B. and E. I. 

Railways. (Para. 194) .. .. .. .. • • • • 

(12) Abolition of oatering department, B. N. Railway (para. 198).. 


60 

1-6 

220 

1-0 

7- 6 
•6 

6-0 

8 - 0 
226-0 

24-0 

•5 

•6 


.. 300-6 


Total savings .. .. .. •• •• •• •• 779-8 

Not*.—T he soales of pay for new entrants that we propose, and the further reductions 
the number of gazetted offloers that we recommend along with the other suggestions that 
hare made should ultimately give very substantial savings, which we are not at present 
a position to oalOulate. 


S'3 B - 



68 


CHAPTER XIV. 

Conclusion. 

212. One of the terms of reference to us was : 

“ Further the Sub-Committee shall report in due course to the Com¬ 
mittee whether in their opinion, in order to comply fully with their 
terms of reference, it is desirable that an expert committee should 
be appointed.” 

We take it that when the Retrenchment Committee specifically charged us with 
this term of reference they had in view the very highly technical questions in¬ 
volved in an enquiry of this nature which could be elucidated only by a 
Committee with more expert knowledge than we were able to command. 
Almost at the commencement of our task we found that, while we could 
easily deal with the comparatively minor items of expenditure which are 
grouped under Demands 1, 2, 3, and 11 of the railway budget, we could not 
in the time at our disposal investigate in detail the large amount of expendi¬ 
ture included under working expenses of railways—Demands 4 and 5—with¬ 
out visiting some at least of the railways and making detailed investigations 
on the spot. This view was further confirmed when we examined the Agent 
of one of the railways who happened to be in Simla on other duty. The 
examination of this witness revealed to us the need for a very full enquiry 
into the details of the working of the various departments of railway ad¬ 
ministration, and that this work could be more usefully undertaken by a 
small Committee composed mainly of financial and railway experts. We, 
therefore, decided to confine ourselves as far as possible to general questions 
which could be examined from the headquarters of the Railway Board and for 
the rest to recommend the immediate appointment of such Committee to in¬ 
vestigate the matter more thoroughly. 

213. The need for such an expert enquiry would become apparent when 
it is realised that as a result of our limited enquiry the definite proposals 
which we have made indicate a saving of three quarters of a crore of rupees 
apart from the cuts in pay which bring the total to about 3 crores. We have 
made various other proposals which, if given effect to, will lead tQ consider¬ 
able ultimate savings, but it is impossible to forecast with any measure of 
accuracy when these savings can be effected and what their total amount would 
come to. 

214. In our introductory chapter we drew attention to the observation 
of the Inchcape Committee that the railways in India must earn at least 5$ 
per cent, on the capital at charge. As was pointed out in that chapter the 
net earnings of the railways (before paying interest charges) must come to 41£ 
crores if the railways are to carry out this obligation. We would like to 
reiterate again that even in times of financial crisis through which we are 
passing it would not be unreasonable to expect the railways in India to main¬ 
tain this standard of earning. It would be observed that as a result of the 
economies effected by the railways on their own accord and under instruc¬ 
tions from the Railway Board the savings come to about 5 crores of rupees 
as compared with the working expenses of 1930-31. If to this saving is 
added the economies amounting to 3 crores of rupees which will result if all 
our recommendations are given effect to, it would still be found that there 
is a gap of about 11 crores of rupees which will have to be made good if the 
railways are to maintain the standard of earning as stipulated above. We, 
therefore, feel that the expert committee that we recommend should be defi¬ 
nitely charged with the task of suggesting such economies and re-organisa- 
tions as would ensure the railways attaining this standard. Froiq the cursory 
examination that we have made of the problem it appears to us that it may 
probably be necessary to re-organise the whole of the railway system on 
different lines. Even a more extensive pursuit of the economy campaign on 



which the railways are now engaged, combined with a drastic reduction in 
the number of officers, will not by themselves, so far as we can see, enabl* 
the railways to make good the gap. 

215. We do not propose to indicate the particular lines of enquiry for 
that committee, but there are a few of the more important points which have 
been brought to our notice which we commend to their consideration. 

216. The first of these is the proportion between the fixed and variable 
expenditure on the railways as they are at present. We realise that a great 
many items of railway expenditure are of such a nature that they must 
necessarily remain constant irrespective of the volume of traffic handled, but 
we feel that these fixed charges are at present on a larger scale than they 
ought to be. The serious growth in administration charges and the urgent 
necessity for a drastic change in the organisation of Indian railways which 
can combat this continuous growth must be carefully examined. We have 
pointed out in the body of our report how the administrative charges have 
grown out of all proportion to the growth in the activity of the railway* 
either in the form of increased • mileage or increase in the traffic handled. 
Under a scrutiny into the administrative charges come, among others, a de¬ 
tailed investigation into the advantages claimed for the Divisional organisa¬ 
tion taking into account both efficient and economical working ; whether by 
a suitable redistribution of the present state-managed system into smaller 
units the departmental system may not lead to better results ; if a divisional 
organisation is best for Indian railways, what should be the most economical 
unit for such an organisation ; whether it should be a complete divisional 
organisation with the head of it responsible for the detailed management of 
all railway activities within his area, or whether a half-way house like the 
present G. I. P. system is preferable ; what should be the powers delegated 
to the head of the organisation and what should be the maximum interference 
permissible from headquarters ; whether in order to reduce such interference 
to a minimum, it is not necessary drastically to curtail the headquarter* 
organisation ; whether better results can be obtained by combining allied 
departments like the Commercial and Transportation Departments, or by keep¬ 
ing them separate ; whether a separate Personnel Branch is an essential or 
even a desirable feature of such organisation ; and so on. 

217. The expenditure incurred on repairs and maintenance would require 
the closest scrutiny and examination. The expenditure on these items is one 
of the lines of enquiry which is likely to lead to considerable and permanent 
economies. The Report of the State Railways Workshops Committee dis¬ 
closed a very unsatisfactory state of workshop organisation on Indian Rail¬ 
ways and drew pointed attention to the fact that the unit cost of repairing 
a locomotive or coaching vehicle or wagon was very much higher than what 
prevailed in certain other countries. No doubt the expenditure under this 
head has been considerably reduced since the Workshops Committee re¬ 
ported. We have been told by the Railway Board that the improvement in 
this direction is mainly due to their giving effect to the recommendations 
of that Committee. The fact -that total expenditure fell only by 45 lakhs in 
the years 1924-25 to 1930-31, while in 1931-32 it is expected to fall all at once 
by 2^ crores, of which over a crore is stated to be permanent, creates some 
misgivings as to the effective control of expenditure exercised by railway 
administrations in normal times. From the figures supplied to us about the 
cost of maintenance and repairs on the rolling stock we notice that it is 
difficult /at present to compare unit costs of repairs and maintenance of per¬ 
manent way or of rolling stock. The figures for different railways vary far 
too greatly to permit us to compare them or to draw any conclusions con¬ 
fidently from them. We are moreover warned that conditions on different 
railways vary to such an extent as to make comparisons impossible. How¬ 
ever, we feel that it should be possible to prepare unit costs on a uniform 
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basis, so that taking into account th« various special features of a railway, 
it should be possible to compare the results of one railway with another and 
call them to account for any serious variation. 

218. We mentioned above the need for examining the proportion of fixed 
and variable expenditure. One of the most important questions which would 
require examination is the desirability of having an organisation which, if 
not automatically, will at least effectively respond to the fluctuations of traffic. 
Notwithstanding a very learned note supplied to us b}' the Railway Board 
on the theory of dependent costs, we have felt that too little attention has 
been paid by railways to this very important question. It is necessary that 
railways should work ordinarily with a staff sufficient to deal with the mini¬ 
mum traffic expected, supplementing it when necessary with temporary staff 
in busy seasons who may be discharged when the necessity vanishes. Pru¬ 
dence and care in such matters would not merely beep working expenses to a 
minimum but would obviate the unpleasant necessity of wholesale discharges 
of men at times like the present. 

219. Finally there is the question of the various classes of accommoda¬ 
tion that railways provide in India and how far they are really paying, and 
whether it would not be desirable to reduce the number of classes in order 
better to provide for the needs of the travelling public and at the same time 
work the railways on a remunerative basis. 

220. These and various other questions of a similar nature would have 
to be carefully examined. 

221. Apart from the present financial situation we have felt that a large 
organisation like Indian Railways would be all the better for a periodical 
overhaul by a small body of outsiders including persons new to Indian 
railway organisation but familiar with similar organisations elsewhere who 
will be able to bring to bear on the problem their experience of other orga¬ 
nisations and look at the organisation in India from a new point of view. 

222. For these reasons we strongly recommend the immediate appoint¬ 
ment of a small Committee as recommended by us. 

R. K. SHANMUKHAM CHETTY, 

Chairman. 

ZIA-UD-DIN AHMAD. 

E. F. SYKES. 

K. BALARAMA IYER, 

N. R. SARKAR. 


P. It. RAU, 
Secretary. 
Simla, 

3rd October 1931\ 
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SUPPLEMENTARY NOTE BY DR. ZIA-TJD-DIN AHMAD. 

Staff College, Dehba Don. 

I did not have the opportunity to see the College, but from the second hand 
information I received about the college, I conclude that it is an expensive 
luxury. We cannot afford to maintain the college with a deficit of ten crones 
in the budget. I therefore suggest that the college may be abolished and the 
buildings may be sold to the Military Department for locating the proposed 
Military College. 

Clearing Accounts Office. 

The associations and private individuals who submitted their memoranda 
to us were almost unanimous in their suggestion that the Clearing Accounts 
Office in Delhi should be abolished. I have not been able to see the working of 
this office, as we began and finished enquiry during the Assembly session at 
Simla where we were otherwise busy. We are ^pending about 18 lakhs in main¬ 
taining an elaborate office for calculating with mathematical accuracy the 
amount which each State railway should pay to every other State railway. 
Such expenditure, in my opinion, is not justifiable and it is unnecessary waste 
of money. 

Had the percentage which one State railway paid to.other State Railways 
under each head varied abnormally from year to year there would have been 
some justification for maintaining the costly office. Prom the figures supplied 
to me by the Director of Clearing Accounts Office it appears that variation is 
not abnormal. The variation is abnormal only in traffic of horses and dogs, but 
the amount involved in this variation is very small. There is also some' un¬ 
usual \ariation in the figures of the Eastern Bengal Railway. 

The following is the percentage of payment from one State Railway and 
other State Railways during the last three years under the heads of— 

(1) Passengers traffic. 

(2) Goods traffic. 

(3) Parcels traffic. 

(4) Horses and Dogs traffic. 


It is unfortunate that the figures of previous two years are not available. 


Yean. 

Total 

Freight. 

---- ( _ 

Percentage of proportion* dee to Railway* 
to total height. 


N. W. 

a. i. p. 

E. I. j 

E. B. 

From Norik Western Railway. 
1038-20 

4,600,301 

48-7 

110 

30-4 


1020-30 

6,047,066 

48-4 

11-2 

40-4 


1030-31 

4,203,331 

40-7 

11-2 

30 1 

. . 

From O. I. P. Railway. 






1028-20 

2,167,037 

0-7 

76-0 

16-3 


1020-30 

3,260,130 

8-6 

77-6 

130 


1030-31 . 

3,036,868 

8-8 

76-6 

14-6 

• . 

From E. I. Railway. 
1028-20 

6,210,127 

27-0 

30-8 

39-0 

2-3 

1020-30 

6,248,160 

27-6 

32-0 

37-6 

2-0 

1030-31 . 

6,432,047 

20-0 

31-7 

37-7 

1-6 

From E, B. Railway. 

1028-20 . 

1020-30 . 

108,077 

6-5 

0-2 

60-6 

38-7 

1030-31 

240,068 

0-7 

* * 

65-8 

33-6 
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PARCELS TRAFFIC. 


Year. 

Total 

Freight. 

Percentage of proportions due to Railways 
to freight. 

N. W. 

G. I. P. 

j E. I. 

E. B. 

From N. W. Railway. 






1928-29 


1,479,592 

43-3 

6-9 

49-7 

0-1 

1929-30 

, . , , 

1,394,569 

41-8 

8 1 

50-0 

0-1 

1980-31 

.. 

1,265,754 

41-9 

8-6 

49-5 


From 0. I. P. Railway. 






1928-29 

» . 

744,229 

16-6 

70-3 

13-1 


1929-30 

. . • . 

736,886 

18-8 

68-2 

12-9 

0-1 

1930-31 


826,335 

18-6 

68-9 

12-5 

• • 

From E. 1. Railway. 






1928-29 

> • 

1,255,931 

33-4 

156 

49-1 

1-9 

1929-30 

. . 

1,241,130 

32-6 

19-4 

46-3 

1-7 

1930-31 

. 

1,154,766 

34-1 

16-7 

47-9 

1-3 

From E. B. Railway. 






1928-29 

. 

114,160 

11-6 ■ 

0-5 

69-6 

18-4 

1929-30 

• • • 

120,436 

10-6 

10 

67-7 

20-8 

1930-31 

. 

127,543 

7-6 

0-5 

65-9 

26-0 

GOODS TRAFFIC. 



Percentage of proportions due to Railways to Total 

Year. 

Total. 


freight. 









freight. 





B.B. & 



N. W. R. 

G. I. P. R. 

E. I. R. 

E. B. R. 

C.I.R* 

From N. W. Railway. 







1928-29 .. 

10,553,126 

40 ■ 7 

5-8 

53-2 

0-3 


1929-30 

9,812,744 

436 

15-4 

40-9 

0-1 


1930-31 

10,916,048 

41-4 

16-9 

42-5 

0-2 


From 0. J. P. Railway. 







1928-29 

11,070,409 

11-3 

58-1 

29-3 

0-7 

0-6 

1929-30 

8,231,650 

12-8 

55-9 

29-9 

1-0 

0-4 

1930-31 

6,922,374 

13-9 

57-1 

28-0 

0-8 


From E. I. Railway. 







1928-29 

22,005,863 

21-5 

10-8 

58-9 

8-8 


1929-30 

23,662,737 

19-3 

15-7 

56-4 

8-6 


1930-31 

21,550,210 

19-1 

18-2 

54-6 

8-1 


From E. B. Railway. 







1928-29 

5,392,786 

2-4 

1-5 

79-7 

17-0 


1929-30 

5,287,589 

2-5 

1-0 

74-6 

22-0 


1930-31 

5,510,777 

2-8 

0-8 

80-7 

15-7 

•• 
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LUGGAGE AND H. G> LOGS TRAFFIC. 


Year. 

Total 

freight. 

Percentage of proportions due to Railways 
freight. 

to Total 

N. W. 

G. I. P. 

E.I. 

E. B. 

B.B.& 

C.I. 

From N. W. Railway. 







1928-29 

281,936 

44-6 

24-0 

31-6 


. . 

1929-30 

240,662 

44-2 

16-8 

40-0 


. . 

1930-31 

188,782 

43-4 

25-6 

31 0 

• » 


From 0.1. P. Railway. 







1928-29 

201,833 

12-6 

73-0 

14-3 

01 

* • 

1929-30 

203,824 

12-0 

72-3 

16-7 

• . 

. . 

1930-31 

173,003 

12-6 

723 

14-9 

0-1 

01 

From E. I. Railway. 







1928-29 

292,704 

23-4 

211 

64-3 


• • 

1929-30 

284,113 

23-7 

22-0 

63-4 

0-9 


1930-31 

197,214 

24-6 

21-8 

62-7 

0-9 

•• 

From E. B. Railway. 







1928-29 

• • 

• - 

*4 

•• 

•• 

• • 

1929-30 

3,162 

0-1 

• • 

82-8 

17-3 

• • 

1930-31 

6,669 

11 

0-1 

67-8 

31-0 

•• 


I therefore suggest that convention may be made between various State 
Railways and a percentage of their income under each of the above heads 
should be fixed for contribution to the State railways. The proportion should 
be the mean value of the figures of the last 4 or 5 years' The percentage should 
be revised after every two years as the flow of traffic may be diverted on ac¬ 
count of the construction of new lines. I am strongly of opinion that one State 
railway should not be treated as a foreign line by the other State railways. 

Traffic on two State railway lines should be considered as home traffic and 
all concessions given for long distances may be allowed in such cases, 
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CHECKING OF PASSENGER TICKETS. 

Introduction. 

E. I. R. before amalgamation :— 

1. The system of checking tickets on the East Indian Railway before it 
became the State line was by means of Ticket Collectors and Ticket Examiners 
on certain recognised stations (Junctions) which were called the Checking 
Stations. The passengers detected without tickets at any station were charged 
from the last checking station. At small and unimportant stations where the 
posting of high paid staff was unnecessary, men were appointed on low salaries 
and were designated as Ticket Jamadars. These men at times roBe from the 
menial establishment like shunting porters, etc. This staff was directly under 
the control of Station Masters but their transfers and promotions, etc, were 
under the District Traffic Superintendent. The tickets were also checked in 
running trains by persons who were designated as Travelling Ticket Inspectors, 
who were directly under the Audits and Accounts Department (Audits and 
Accounts were not separated). They were invariably sent out by officers in 
charge of T. T. I. ’s in batches and their programme was communicated to them 
by telegrams. These men were given higher rate of pay and a consolidated 
night allowance of Rs. 4 per night. They were allowed one day off in a week. 
In the E. I. R. these posts were not open to Indians. 

OuBH AND ROHILKHAND RAILWAY. 

2. The system of station checking on the 0. & R. Railway was identical 
to the system prevalent on the E. I. R. except that they had no ticket jamadars. 
The men that exercised a check on running train were designated T. T. E.’a 
and not T. T. I.’s and were directly under the control of the Chief Accounts 
Officer (and not under any of his deputies). The salary was comparatively low 
but they were paid mileage on the same scale as given to the guards and were 
governed by the same rules. They were expected to check every train at 
least once a week in the section allotted to them. They were allowed a day of 
rest in a week in lieu of the privileges given to guards suoh as over-rest, under¬ 
rest, double pay on Sundays and recognised holidays, half an hour for taking 
over and half an hour for making over. About the year 1924, the control of 
T. T. E.’s was entrusted to the Deputy Chief Accounts Officer and they were 
asked to work according to the programme given by the Head Office. After 
amalgamation the status of T. T. I.’s was lowered by recruiting men from 
ticket collector’s grade and by transferring the control of the staff to Assistant 
Accounts Officer. He could not protect the interest of these men who were 
considered to be nuisance. By the transfer of control from Chief Accounts 
Officer to his assistant, the purpose of the appointment of these T. T. I.’s was 
also changed. Previously their function was more to prevent persons from 
travelling without ticket and detect frauds but after the transfer their efficiency 
began to be judged by the amount of money they actually collect. This change 
of function tended to encourage the practice of travelling without tickets. 

Crew System. 

The Crew System was tried in the N. W. R. in 1922 and failed (see Moody- 
Ward Report, para. 24). In spite of the experience of N. W. R. the system 
was introduced on the E. I. R. as an experimental measure in the year 1926. 
At the time of introduction it was claimed that Crew System will be more 
efficient and economical. In the figures that were then given the expenditure 
in the two different systems were not calculated on the same sections. An un¬ 
qualified and cheap staff was appointed for this purpose. As the system was a 
new one it met a little success in the beginning, the officers and the crew men 
were energetic and made every effort to make it a success and the earning W8S 
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increased by about three lakhs (para. 20 M.-W. Report). A number of com¬ 
plaints were made later on and the system was examined by Moody-Ward, but 
they could not definitely pronounce as the figures were not available (see 
para. 24). 

The failure of the Crew System is attributed to the following causes :— 

(1) Low-paid staff. 

(2) Recruitment of inexperienced and raw hands. 

(3) Over-laping and usurping the rights and claims of old permanent 

and experienced staff, by giving preferential treatment to the 
newly recruited incumbents, both in respect of office and pay. 

(4) The deficiencies of the working of the system itself. 

(5) The absence of corridor carriages. 

(6) Inability of control over the travelling public with the result that 

the percentage of missing of tickets at certain points reached as 
far as 50 per cent. 

(7) In-experience and slackness of supervision on the part of these new 

Crew Inspectors and Officers. 

(8) Absence of a thorough training. 

The effect of these difficulties was ;— 

(1) Obtaining finality in respect of preventing ticketless passengers waa 

hopelessly lost. 

(2) Attempt to divert train earning to Booking Officer gradually failed 

and a free use of Excess Fare Tickets on train was adopted, so 
much so that a board was fixed at Howrah Station “ EXCESS 
FARE TICKETS ISSUED HERE ”. 

(3) Collection on tickets on trains proved unsuccessful. 

(4) Frauds in connection with tickets increased. 

(5) Bribery and corruption was wide spread. 

But the two principal causes of the failure are .-— 

(1) The lack of sympathy of the Principal Officer in charge of the Crew 

System (Mr., F. E. Robertson). 

(2) The inability of the crew men to collect ticket at four different 

exits of the same carriage. Had there been only one exit in each 
carriage it would have been easy for a crew man to control the 
exit and entrance of passengers. 

M.-W. Report has also condemned the Crew System in following words 
(para. 39) :— 

“ We would go further and say that with low paid staff working on 
their own this is bound to be the case and consequent it is a waste of 
money to employ them. To what extent the present crew system, 
on the East Indian Railway is tainted with corruption it is diffi¬ 
cult to say. But in the opinion of practically all responsible officials 
corruption is widespread ”, 

The crew system was not introduced throughout the line. It was only 
introduced between Howrah and Moghalsarai, Moghalsarai to Shah- 
jahanpur, In the remaining portions of the line the old system 
was in force. The T. T. I.’s were still under the Chief Accounts 
Officer. The M. W. Report examined the crew system and recom¬ 
mended that it should be replaced by a method of their own. They never took 
the trouble to weigh the merit of the old system and they never considered 
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whether the old system was more efficient and more economical than the 
one they devised. It is surprising that they never considered this aspect in 
their report. 

The method of checking recommended by Moody-Ward Report is open 
to serious objections. In my opinion it ought to have been tried only in the 
sections where Crew System operated. Its introduction all over the liuc is a 
grave mistake. I draw attention to this fact in my letter, dated the 8th May 
1931 addressed to the Secretary, Railway Board. A copy of which is attached 
herewith. My suggestion is that tickets should be checked at junction stations 
by the station staff who should be under traffic and directly under the Station 
Master. In addition to this permanent staff of the ticket collectors there should 
be travelling ticket inspectors directly under the Chief Accounts Officer and 
I would have said under the Director of Audit had the Director General agreed 
to it. These T. T. I.’s should also be authorised to check the work of the book¬ 
ing clerks as they used to do in 0. and R. and N. W. Railways. 

T. T. I.’s if placed under Chief Accounts Officer will not be under the in¬ 
fluence of the Railway Staff and they would allow to travel only Bonafide pas¬ 
sengers holding tickets and passes. These persons on account of their social 
position would be above temptations. 

There is one more point to which I draw special attention. In any new 
scheme in which old hands are absorbed it is customary that their salaries are 
not abnormally reduced. The salaries of the T. T. I.’s absorbed in the Moody- 
Ward scheme should not be disproportionately diminished. T. T. I.’s were 
drawing from Rs. 230 to 500 including allowances, which now is reduced to 
Rs. 115 including allowance. Less than one-fourth of the salaries which they 
were drawing before. 

Financial Aspect, 

The expenditure of the old checking staff of the E. I. R. and 0. and R. 
was about nine lakhs. The cost of the present scheme as estimated by the 
M. W. Committee was sixteen lakhs, but as pointed out in an Appendix the 
expenditure will be in the neighbourhood of eighteen lakhs* It is therefore 
desirable in the interest of economy to adopt the old system which had no serious 
defect. 

A careful examination of the figures of the passengers travelling without 
tickets since 1918 will show the gradual increase in their number though there 
was a rise in number of T. T. I.’s. The adoption of Moody-Ward scheme with 
all its defects, contradictions and financial extravagance and the employment 
of such a big staff, I can emphatically declare will considerably increase the 
number of passengers travelling without tickets, and the frauds connected 
thereby. 

I therefore suggest that looking to the present financial stringencies coupl¬ 
ed with incompleteness of all these schemes we may at once revert to the old 
system of cheeking tickets. 


To 

The Secretary, 

Railway Board, Simla. 

Dear Sir, 

The President of the Railway Conference suggested few years ago that 
travelling without ticket should be made a cognisable offence and said that 
about million persons are detected every year for travelling without ticket 
•This oaloulation has been based on the maximum of each grade. 
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and it was believed that about double this number •were not detected. The 
defect lies not so much in the comparative dishonesty of the people, as m the 
defective system of checking tickets. I have extensively travelled in England 
and on continent myself, and the system there is such that travelling without 
ticket is impossible. The stations and carriages are so constructed that cheeking 
become simple and automatic. The staff is allowed decent wages. 

In India the checking system is most defective. In small stations, tickets 
are given on account of the kindness of passengers. The only person on duty 
issues tickets, passes the train and then collects the tickets himself. The pas¬ 
sengers, specially at night time, may go out by various ways provided by the 
Railway authorities. 

In recent years experiment was made by what is called Crew System. It 
was alleged that the system would be economical but that the figures were in¬ 
correctly quoted and the experiment was made under most unfavourable con¬ 
ditions, -in spite of its failure on N. W. Railway. The assembly was entirely 
misled on this point. The chief reasons for failure of the system are :— 

1. It was put under unsympathetic and selfish officers. 

2. The crew men were not given living wages. 

3. The crew men were never made permanent. 

They tried to make hay, while the sun was shining and all the scandalous 
stories followed. 

The system of T. T. I. had proved comparatively a great success so far. 
Now you are proposing to abolish it. Your information is based on reports 
and my information is based on facts. You travel in saloon with closed 
windows and see nothing of the working of the traffic. I actually travel under 
normal conditions and come very much in contact with persons who travel and 
who control travelling. So the T. T. I.’s in the East Indian Railway who are 
now working come from very respectable families and they have good social 
status. They are under the Accounts Officer and the salaries are decent. They 
are above corruption and they do not allow even the railway servants and their 
relations and friends to travel without tickets or passes. They catch few but 
their presence stops many persons from travelling without tickets. Their 
earnings are more than their pay and allowances. 

In the proposed change you have considered only one side of the question 
that is the expenditure side, but not the income side. 

By putting T. T. I.’s on low salaries and by putting them under traffic you 
incur two great risks which seriously affect the income. 

1. The low paid staff will not be above temptation as present T. T. I.’s 
are. They will lei, a number of persons pass without tickets on taking gratuity* 
Their wishes will be admitted by the station staff who for personal reasons 
will not be able to oppose them. 

2. The T. T. I.’s will now be under the traffic and they will allow the sta¬ 
tion staff, the relatives, friends and the friends of the relatives to travel with¬ 
out tickets. Nov/ they catch them because they are not their colleagues. In 
future they will not catch them as actually happened in the Burdwan section 
before the introduction of the Crew System and was naturally resented by rail¬ 
way employees. 

My experience of cheap T. T. I.’s is that they cannot even differentiate 
between a Bingle and a return ticket for which I have got a proof. 

The result of the proposed change will show some false saving on the ex¬ 
penditure side but you will reduce the income side substantially. In the end 
you will not clearly admit your mistake but attempt to explain away the fact 
by saying that on account of economic condition, the people travel more sparing¬ 
ly. The net result will be that the earning of the railway would fall down. 
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I am confident that the new system you are introducing now is a mistake 
than you did at the time of the introduction of the Crew System and in the in¬ 
terest of efficiency. I appeal to you to give it a trial only in the sections where 
Crew System exist at present and not throughout the line. 

I hope that you will give opportunity to the assembly to discuss the ques¬ 
tion. Matters of this kind should not be decided by the so-called expert opi¬ 
nion which is sometimes biased but the representative of the travelling public 
also be consulted. 

The condition of T. T. E.’s in N. W. E. is equally unsatisfactory. The sys¬ 
tem of checking tickets at big stations is very defective. The new scheme is 
more expensive and less remunerative. I draw attention to the memorial pre¬ 
sented by T. T. E.’s to the Agent, N. W. R. on 20th June 1931. The system of 
checking tickets should be a fixed and definite system in each line and should 
not be constantly changed with the change in the personality of Divisional Super¬ 
intendents. It will be difficult to review the working if it changed very fre¬ 
quently. 

My recommendations are :—. 

(1) Tickets should be checked at principal stations by ticket collectors, 

who should work under the direction and supervision of station 
masters. These tickets should be checked on all trains. 

(2) Tickets of higher class passengers should be checked a station be¬ 

fore the arrival of trains in the morning at big stations such as 
Lahore, Delhi, Allahabad. These tickets should be checked by 
Travelling Ticket Inspectors. 

(3) T. T, I.’s should be directly under the Chief Accounts Officer and not 

even under his Deputy. They should be authorised to collect 
coupon tickets on the journey and send the same direct to the 
Chief Accounts Officer, as they did before the amalgamation of 
E. 1. R. and N. W. R. 

(4) The pay should be sufficient and attract youths of better families, 

so that they may be above temptations and treat the passengers 
courteously. 

(5) It is not necessary that a T. T. I. should travel on each train, but 

every train should be checked at least twice a week by T. T. I. 's. 

(6) The number of railway passes with other particulars should be noted 

by T. T. I.'s in their diary. 

In the end I like to point out that in all enquiries which is not of a techni¬ 
cal nature, the representatives of public opinion and non-official business men 
may be associated. 



appendix b. 


7 * 


I! 


•< f!! H ! 

i 

I 

I 

i 


g S 3 S 8 s 

2 

9 

#■4 

3 

x.a 


g S 8 8 8 S 

•■4 

3 

9 

g 

ri| 

a * 8 s » a 

s 


8 

^ l 

• NO} 3fe<W^ •• 

■ 

B 

8 

H 

J 


► « « ® * * 

8 

• 

8 

is 

3 

5 

*•4 

n n ot « 

00 

• 

• 

00 

fi 

Hi 

—sr - 

ri 

«4 

^ m -* ** 

t 

«D 

: 

• 

« 

>1 

m* *+ 

• • • • 

00 

• 

M 

. 


1 

9 

• ••••• • • • 
. • * * 

:::::: 1 \ j 

• • • • Si 

mill i 

























80 


T. T. Examiners. 


Divisions. 

Grade I 
75—5—95 

Grade 11 
55—3—64 

Total. 

Cost per 
mensem. 





Re. 

Howrah.. 

77 

77 

154 

12,243 

Asansol 

21 

21 

42 

3,339 

Dinapore 

42 

43 

85 

6,742 

Allahabad 

37 

37 

74 

5,883 

Lucknow 

45 

45 

90 

7,155 

Moradabad 


40 

80 

6,360 

Total 

262 

263 

625 

41,722 

Add 20% Relieving staff .. 

, . 

105 

105 

6,720 





at 64 p.m. 

Grand Total 

262 

368 

630 

48,442 





Chief 


Inspectors. 


Divisions. 

Inspectors. 












Grade I 

Grade II 


Cost per 


240—20— 

200—10— 

150—10— 

Total. 

mensem. 


400. 

220. 

190. 








Rb. 

Howrah 

1 

1 

2 

4 

1,060 

Asansol 

1 

1 

w 

2 

680 

Dinapore 

1 

1 


2 

680 

Allahabad .. 

1 

1 ^ 

1 

3 

870 

Luoknow 

1 

1 

1 

3 

870 

Moradabad .. 

1 

1 

1 

3 

870 

Total 

6 

6 

5 

17 

5,030 


xvo. 

Total cost of Ticket Collectors including 20% .. .. .. .. 53,775 

Do. do. Examiners do. .. .. .. .. 48,442 

Do. do. Inspectors do. . . .. .. .. 5,030 

Do. consolidated T. A. A.’s calculated by the commission.. .. 10,760 

Do. uniform, stationery, etc. .. .. .. . . ., 10,461 

Do. leave allowances and P. E. .. .. .. .. 10,769 

Do. offioe staff .. .. .. .. .. .. 2,000 

Total cost per month .. 1,49,237 

Total cost per year .. 17,90,844 

Deduct previous calculations . . 16,30,008 

1,60,836 


Total 
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Divisions. 

T. O.’s. 

T. T. E.’s 

Inspectors. 

Howrah 

, . 

13,131 

12,243 

1,060 

Asansol 

" 

6,369 

3,339 

680 

Dinapore 


9,202 

6,742 

680 

Allahabad 


7,031 

6,883 

870 

Luoknow 


6,108 

7,166 

870 

Moradabad 


6,948 

6,360 

870 

Total 


46,779 

41,722 

6,030 

Aid oost of Relieving staff 

.. 

7,696 

6,720 

•• 

Gkahd total 


63,476 

47,442 

6,030 


Total oost per month 

Do. of T. A. of T. T. E.’s 
Do. of uniforms, stationery and stores 
Leave allowanoe, provident fund and boons at old rate 
Offioe staff 

Total monthly cost 
Total yearly oost 


Rs. 

1,06,947 

10,780 

10,461 

18,769 

2,000 

1,47,837 

17,74^44 
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APPENDIX A. 

List of Witnesses. 

Mr. T. 6. Russell, Chief Commissioner of Railways. 

Mr. A. A. L. Parsons, Financial Commissioner of Railways. 

Mr. A. M. Hayman, ") 

Mr. F. C. Pavry, V Members, Railway Board. 

Mr. C. P. Colvin, j 

Mr. H. N. Colam, Chief Controller of Standardisation. 

Mr. E. Ingoldby, Deputy Chief Controller of Standardisation. 

Mr. M. K. Mitra, Controller of Railway Accounts. 

Mr. V. S. Sundaram, Director, Clearing Accounts Office. 

Sir Ernest Burdon, Auditor General in India. 

Mr. G. T. Tait, Chief Publicity Officer. 

Mr. J. C. Highet, Agent, North-Western Railway. 

Mr. M. S. Gregory, Chief Personnel Officer, North-Western Railway. 

Mr. H. F. Lockwood, Chief Operating Superintendent, North-Western 
Railway. 

Mr. C. V. Bliss, General Secretary, Indian Railway Conference Associa¬ 
tion. 

Mr. H. G. Salmond, Officer on Special duty, Railway Board. 

Mr. F. J. Page, Director of Mechanical Engineering, Railway Board. 

Mr. Bakhle, 'l Representing the Great Indian Peninsula Railway 
f Indian Officers’ Association. 

Mr. Ramnath, j 

Mr. J. S. Pitkeathly, Chief Controller of Stores. 

Mr. C. S. Rangaswami, Editor, Indian Finance. 

Mr. W. H. Burnand, Divisional Superintendent, East Indian Railway. 

Mr. J. B. Remington, Divisional Transportation Superintendent, Great 
Indian Peninsula Railway. 

Mr. R. MathranI, 

Mr. Ram Avatar 
Mr. Shiv Ram Das 
Mr. B. Das, M.L.A. 



Representing the North-Western Railway Union. 




































(Figures in thousands of rupees.) 
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ia 
|2 
is 

2,06 

13,09 

4,7# 

—20 

19,70 

6,76 

9,71 

3,44 

19,90 

20 

j. 19,70 

Budget 

Estimate, 

1931-32. 

IQ CO CO 

9H ** t* ©jl 

oi eo ^ 

r-H 1 

19,80 

6,70 

9,90 

3,44 

20,04 

24 

s 

cT 

r—t 


Kevised 
Estimate, 
1930-31. 

2,46 

12,42 

4,06 

—22 

o 

00 

6,23 

9,17 

3,62 

18,92 

22 

0i‘8I ] 

1 

Actuals. | 

1929-30. 

2,39 

8,38 

2,93 

13,70 

>2 <£ £ 

CO CP 60 

a a a 

CD C* 

13,70 

o 

r> 

CO 

t—i 

1928-29. 

2,91 

4,67 

2,89 

10,37 

3,60 

6,14 

i 

1,73 

_ i 

10,37 

10,37 ! 

1927-28. 

8 5 2 

CO <N 

CO 

CT> 

3,06 

4,46 

1,71 

9,23 

CO 

c? 

1926-27. 

N 

d* oi 

c* «£ d* . 

8,58 

3,05 

3,92 

1,61 

00 

IQ 

oo 

8,58 

1926-26. 

r- c© 

to ob GO 

<N <N 

r- 

«! 

CO 

2,24 

2,73 

1,30 

6,27 

CO 

1924-26. 

2,23 

3,38 

! 6,61 

1,87 

2,47 

1,27 

5,61 

*—t 

CD 

IQ 

i! 

I 

Accountant General Railways (now called Director 
of Railway Audit). 

Statutory Audit Offices (State-managed Railway 
Offices and Clearing Accounts Office). 

Government Examiners of Accounts 

Deduct. — Cost transferred to Strategic Lines 

Total 

!•—Pay of Officers .. 

□.—Pay of Establishment 

111.—Other charges .. ,. 

Total 

Deduct. — Cost of Strategic Lines 








(Figures in thousands of rupees). 
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(Figures in thousands of rupees.) 
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(f) Includes provision for payments on account of damages to and deficiencies in interchanged stook. 




•—Up to 1928-29, figures of repairs and maintenance include credits to Revenue. 

























(Repairs and maintenance and operation.) 


9 



Total Operation other than Fuel .. 14,36,01 16,04,61 16,86,69 16,73,39 16,56,61 16,73,54 16,66,00 { 16,38,00 16,76,80 
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DEMAND NO. 6—RAILWAYS. 

(Oohpabih’ axd Irouir Statu’ shabi of suefltjb fbofitb amd kb xarhihos.) 

































(Capital and Depreciation Funds.) 
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COMMERCIAL. 

DEMAND NO. 11—RAILWAYS. 

(Miscellaneous Expenditure.) 
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•Includes payment for purchase of Arakan Light Railway (27,80), 
fIncludes credit for Arakan Light Railway (37). 



Ino hided in the above are the following : 


97 



Provition to meet the expenditure of these offices is first made in the above demand bat the expenditure is ultimately transferred to Working 
iwava concerned. These Offices were not in existence daring the years 1924*25 and 1985-28. 
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ASSAM BENGAL 

Statement of Receipts 



Aetna]*. 



RECEIPTS. 

1924-25. 

1925-28. 

1926-27. 

1927-28. 

1928-29. 

1929-30. 

~ Revised 
Estimate, 
1930-31. 

Budget 
, Estimate, 
1931-32. 


M. 

II 

M. 

M. 

M. 

M. 

M. 

M. 

Open mileage at end of the 
year. 

874 

IB 

874 

913 

1,010 

1,104 

1,107 

1,132 

Passenger traffic earnings— 









Upper olaas .. 

6,24 

6,99 

8,39 

9,26 

10,03 

• 10,48 

9,00 

10,65 

Third class .. 

61,26 

67,78 

73,12 

78,58 

79,78 

78,73 

73,50 

78,00 

Total 

67,50 

74,77 

81,51 

87,84 

89,81 

89,21 

82,50 

88,66 

Other coaching traffic 
earnings. 

8,75 

10,30 

11,57 

12,02 

11,95 

11,87 

11,00 

12,00 

Goods traffic earnings 

78,87 

89,08 j 

i 

98,02 

1,16,20 

1,19,60 

1,11,92 

1,09,00 

1,12,00 

Sundry earnings 

5,90 j 

6,94 

6,02 

9,72 

9,70 

9,83 

7,10 

10,00 

Bnapenae 

—1,29 

I ~ 61 

—1,10 

43 

—1,84 

—5 

Total 

1,59,73 

1,80,48 

1,96,02 

2,26,21 

! 

2,29,12 

2,22,78 

2,09,60 

2,22,65 

/"Refund of revenue 

1 collected. 

DtdVii—J 

** 

” 

72 

67 

57 

68 

60 

65 

Earnings of 

worked lines. 

16,13 

16,27 

19,30 

20,74 

21,36 

16,86 

15,00 

17,00 

Total 

1,43,60 

1,64,21 

Ml 

n 

2,07,19 

2,05,24 

1,94,00 

2,05,00 

Government share of surplus 
profit from worked lines. 

• • 

•• 

3 

47 

49 

•• 

90 

10 

Interest on Depreciation Fund 

37 

1,12 

1,60 

2,16 

2,91 

3,79 

5,47 

6,67 

Total 

1,43,97 

. 

1,65,33 

1,77,63 

2,07,53 

2,10,59 

2,09,03 

2,00,37 

2,11,67 
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RAILWAY. 
and Expenditure. 

(Pignut in thousands o ropes#.) 


Actuals. 


" 

usaaMBMHri 

mmatamm 





Revised 

Budget 

EXPENDITURE. 







Estimate, 

Estimate 


1024-25. 


1926-27. 

1927-28. 

1928-29. 

1929-3 . 

1930-31. 

1931-32. 

Capital at charge at end of 

18,89,92 

19,25,88 

19,74,51 

20,74,84 

21,62,30 

22,67,38 

23,21,38 

23.62,23 

the year. 









Working Expense*— 









Administration .. 

27,65 

29,23 

32,16 

31,31 

32,36 

33,84 

34,60 

83,60 

Repairs and maintenance 

21,78 

23,21 

25,17 

29,62 

34,06 

36,41 

34,06 

34,60 

Operation:— 

• Other than Enel 

24,80 

27,24 

28,40 

30,78 

32,43 

35,69 

36,00 

36,00 

Fuel 

14,22 

13,25 

12,72 

14,84 

16,07 

16,81 

16,60 

16,76 

Depreciation .. 

24,05 

24,38 

23,85 

23,71 

26,30 

26,89 

29,90 

81,40 

Suspense 

1,49 

—1,97 

1 

83 

—1,66 

—7 


*• 

Total 

1,13,99 

1,15,34 

1,22,31 

1,31,09 

1,37,66 

1,48,57 

1,48,96 

1,50,26 

Deduct —Share of worked 

8,07 

8,13 

9,65 

10,37 

10,68 

8,43 

7,60 

9,00 

lines. 









Net working expense* ,. 

HHS 

1,07,21 

1,12,66 

1,20,72 

1,26,88 

1,40,14 

1,41,46 

1,41,25 

Cbmpany's share of surplus 

1 


2,19 

4,04 

3,96 

2,17 

1,00 

75 

profits. 

w 








Interest— 

■ 







85,07 

On Government oapital at | 

58,17 

60,31 

61,73 

65,44 

71,96 

75,01 

82,06 

oharge. 









On capital contributed by | 

10,38 

10,04 

10,23 

10,62 

10,91 

10,87 

11,00 

10,87 

the Company. 









Total interest 

68,55 

70,35 

71,96 

76,06 

82,87 1 

1 

85,88 

93,06 

96,94 

Miscellaneous charges 

1,20 

1 

1,86 

79 

63 

43 

79 

27 

—38 

Total 

■ 

1,79,42 

1,87,60 

2,01,45 

2,14,14 

2,28,98 

2,35,77 

2,37,66 

Balance net profit or loss 

■ 

—14,09 

—9,97 

6,08 

—3,65 

—19,95 

—35,40 

—28,89 

(—) for the year. 







—1*1 

Percentage of net profit on 


-0-7 

—0*6 

0-3 

—0'2 

—0'9 

—1-6 

capital at charge. 









Percentage of net profit (he- 

1-9 

2-9 

3'1 

39 

3-7 

2-9 

2-5 

3*0 

fore deducting interest) on 
oapital at charge. 









Operating ratio (i.e,, ratio of 

73-8 

65-3 

640 

68'9 

61-2 

683 

72’9 

68-1 

working expenses includ¬ 
ing depreciation to gross 









traffic receipts). 









Capital Expenditure— 





38,82 

44,99 

38,00 

21,15 

Open Line Works 

12,90 

13,77 

20,93 

62,71 

New Constructions 

12,05 

22,19 

27,69 

44,62 

61,63 

60,09 

26,00 

9,70 

Depreciation Fund 

8,66 

5,81 

6,83 

10,64 

8,36 

20,S2 

12,00 

12,00 

1 
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BENGAL-NAGFUfc 

Statement of Receipts 




Aotu&ls. 

Revised 

Estimate, 

1930-31. 

Budget 

Estimate, 

1931-32. 

RECEIPTS. 

1624-25. 

1925-26. 

1626-27. 

1927-28. 

1928-29. 

1929-30. 



M. 

M. 

M. 

M. 

M. 

M. 

M. 

M. 

Open mileage at end of the 
year. 

2,869 

2,905 

3,048 

3,047 

3,022 

3,145 

3,201 

3,275 


India. 









Passenger traffic earnings— 









Upper class .. 

29,28 

26,86 

33,88 

36,10 

36,53 

33,25 

29,00 

31,00 

Third olass .. 

1,95,98 

1,98,81 

1,83,21 

1,89,87 

1,85,88 

1,92,22 

1,74,00 

1,83,00 

Total Pambkqbb karh* 
nroa. 

2,25,26 

2,28,87 

2,17,00 

2,25,97 

2,22,41 

2,25,47 

2,03,00 

2,14,00 

Other coaohing traffic eam- 
isgs. 

39,33 

39,99 

40,63 

41,16 

44,01 

40,15 

38,00 

39,00 

Goods trafflo earnings 

8undry earnings .. 

6,49,16 

18,59 

5,55,14 

5,65,61 

16,94 

6,31,14 

6,36,13 

18,21 

6,48,64 

13,27 

6,67,00 

12,72 

6,17,00 

18,97 

16,43 

16,90 

Snspense 

. . 

12,42 

—1,26 

—9,00 

1,18 

—4,45 

6,08 



Total Gbosb Ricktts 

8,42,75 

8,37,97 

8,21,27 

9,16,35 

9,16,31 

9,33,61 

8,18,72 

8,83,97 

D*d«e»— 

'Refunds of re¬ 
venue collect¬ 
ed. 



1.19 

81 

1,25 

1,13 

1,25 

1,35 

1 

Earnings of 

worked lines. 

4,46 

33 

26 


2,74 

1,07 

2,50 

2,65 

Total 

8,38,29 

8,37,64 

8,19,82 

9,15,64 

9,12,32 

9,31,41 

8,14,97 

8,79,97 

Esolaitd. 








• 

Reoeipts in England 

4 

4 

3 

3 

3 

3 

3 

3 

Interest on Depreciation 

Fund. 

1,46 

4,20 

0,46 

9,18 

10,02 

8,00 

M9 

10,06 

Total 

8,39,79 

8,41,97 

8,26,31 

9,24,75 

9,22,37 


8,23,49 

8,90,06 
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RAILWAY. 
and Exptnditvre. 

(Figures in thousands of rupees.) 


EXPENDITURE. 

Aotnals. 

Revised 

Estimate, 

1930-31. 

Budget 

Estimate, 

1931-32. 

1924-25. 

1925-26. 

1926-27. 

1927-28. 

1928-29. 

1929-30. 

Capital at charge at end of 

63,85,54 

66,58,90 

68,47.92 

70,18,67 

71,61,07 

74,16,51 

76,92,01 

77,62,11 










Working Expenses— 









Administration 

1,14,28 

1,23,61 

1,19,96 

1,26,53 

1,25,18 

1,36,70 

1,40,00 

1,36,50 

Repairs and maintenance 
Operation— 

Other than Fuel 

1,68,71 

1,87,99 

1,82,51 

1,79,16 

1,91,17 

1,97,41 

1,91,00 

1,84,26 

1,48,65 

1,39,06 

1,28,82 

1,48,17 

1,52,46 

1,73,13 

1,68,00 

1,66,00 

Fuel 

62,30 

51,81 

39,88 

49,43 

46,56 

51,03 

61,50 

63,20 

Depreciation 

1,02,70 

1,09,54 

1,14,43 

1,16,45 

1,18,07 

1,23,96 

1,31,76 

1,33,06 

Suspense .. 

—18,62 

—43 

—6,42 

2,25 

—2,53 

—5,27 

>• 

•* 

Total .. 

5,80,02 

5,91,58 

5,59,18 

6,21,90 

6,30,90 

■IS 

6,82,25 

6,72,06 

Deduct —Share of worked 
lines. 

3,69 

1,01 

1,07 

92 

1,42 


1,25 

1,00 

Net working expenses 

6,76,33 

5,90,57 

5,58,11 

6,21,07 

0,29,48 

6,74,84 

6,81,00 

0,70,06 

Company’s share of surplus 
profits. 

4,76 

6,81 

6,92 

8,72 

7,47 

•• 

•• 

•• 









Interest— 

On Government oapital at 


2,37,81 

2,49,38 

2,64,60 

2,83,68 

2,82,86 

3,00,43 

3,10,21 

charge. 

On oapital contributed by 
the Company. 


49,10 

45,89 

41,50 

38,97 

39,27 

39,75 

89,27 

Total IrrausT 

2,69,00 

2,86,91 

2,95,27 

3,06,10 

3,22,63 

3,22,13 

3,40,18 

3,04,48 

Miscell us charges 

95 

13 

50 

27 

1,27 

31 

45 

00 

Total .. 

8,61,04 

8,84,42 

8,60,80 

9,36,16 

9,60,85 

9,97,28 

10,21,03 

10,20,63 

Balance net profit or loss 
(—) for the year. 

—11,25 

—42,45 

—34,49 

—11,41 

—38,48 

—57,84 

—1,98,14 

—1,36,47 

Percentage of net profit on 
oapital at charge. 

—O’2 

—0*6 

—0*5 

—01 

■—0'5 

—0*8 

—2*0 

—1*7 

Percentage of net profit (be¬ 
fore deducting interest) on 
oapital at charge. 

40 

3*6 

3*8 

4*2 

40 

3*0 

1-9 

2-8 

Operating ratio (*.«., ratio of 
working expenses includ¬ 
ing depreciation to gross 
traffic receipts). 

68*7 

70*5 

681 

67-8 

68*9 

72-6 

83*6 

76-2 

Capital Expenditure— 

Open line Works 

2,31,26 

1,91,80 

84,28 

88,87 

45,90 

1,67,35 

65,00 

1,06,10 

New Constructions 

1,00,30 

83,56 

1,04,74 

83,87 

96,61 

98,08 

1,10,50 

66,00 

Depreciation Fund 

41,26 

42,02 

28,08 

67,25 

1,66,10 

2,21,53 

90,50 

1,21.60 
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BENGAL AND NORTH WESTERN 
Statement of Receipts 


RECEIPTS. 

Actuals. 

Revised 

Estimate, 

1930-31. 

Budget 

Estimate, 

1931-32. 

1924-26. 

1926-26. 

1926-27. 

1927-28. 

1928-29. 

1929-30. 


M. 

M, 

M. 

M. 

M. 

M. 

M. 

M. 

Open mileage at end of the 
year. 

816 

808 

809 

807 

810 

806 

8,46 

8,46 

Passenger traffic earnings— 









Upper olass 

6,48 

6,68 

6,78 

7,47 

7,33 

7,96 

7,00 

6,00 

Third class 

1,49,26 

1,69,94 

1,64,44 

1,67,17 

1,68,81 

1,68,20 

1,66,00 

1,62,00 

Total Passbkobb earnings 

1,68,74 

1,66,62 

1.71,22 

1,74,64 

1,66,14 

1,76,16 

1,82,00 

1,68,00 

Other ooaohing traffio earnings 

14,61 

14,06 

16,76 

16,08 

16,76 

16,17 

13.76 

16,00 

Goods traffic earnings 

1,69,22 

1,69,86 

1,71,36 

1,82,00 

1,76,12 

1,68,71 

1,64,20 

1,70,00 

Sundry earnings ». 

4,04 

8,12 

8,27 

3,00 

3,16 

8,26 

3,30 

2,37 

Snspense .. .. 

—14 

—2,17 

2,82 

19 

—1,40 

4,90 



Total Oboes Rxcbiptb .. 

8,33,37 

3,41,19 

3,64,93 

I 

3,76,91 

3,69,77 

3,68,20 

3,43,26 

3,66,37 

f Refund of revenue 
I collected. 

Deduct — 

Earnings of work* 

|_ ed lines 

1,86,77 

1,86,46 

1 

36 

1,94,61 

17 

2,08,84 

43 

1,89,69 

19 

1,93,69 

26 

1,88,00 

37 

1,86,00 

Total .. 

1,47,60 

1,66,73 

1,69,97 

1,66,90 

1,69,76 

1,74,32 

1,66,00 

1,70,00 

Sale of land 

2 

1 


2 

30 

3 


•• 

Interest on Depreciation 
Fond. 

—29 

—S3 

—38 

—22 

—14 

—32 

81 

2,37 

Total .. 

1,47,33 

1,66,21 

1,69,69 

1,66,70 

1,69,91 

1,74,03 

1,66,81 

1,72,37 
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RAILWAY (TIRHUT SECTION). 
and Expenditure. 

(Figure* is thousands of rupees.) 



1 

Actuals. 

Revised 









Budget 

EXPENDITURE. 







Estimate, 

Estimate, 

1024-26. 

1926-26. 

1926-27. 

1927-28. 

1928-29. 

1929-30. 

1030*31. 

1931-32. 

Capital at charge at end of 

8,86,18 

8,88,61 

8,89,86 

9,12,71 

9,26,98 

9,46,08 

9,63,08 

9,84,23 

the year— 









Working Expenses— 









Administration 

28,21 

30,80 

31,42 

31,91 

32,42 

33,69 

38,70 

36,00 

Repairs and maintenance 

37,63 

39,09 

41,47 

43,12 

43,35 

42,88 

42,95 

41,20 

Operation— 

Other than Fuel 

31,70 

29,60 

32,78 

34,41 

34,78 

36,80 

38,26 

38,26 

Fuel 

26,63 

23,96 

21,69 

21,49 

21,19 

24,20 

26,00 

24,26 

Depreciation 

14,98 

16,63 

14,27 

15,31 

15,44 

15,06 

15,76 

16,96 

Suspense 

—6 71 

—3,81 

4,03 

4,19 

—1,42 

1,13 

«• 

•• 

Total 

1,32,44 

1,36,26 

1,45,84 

1,60,43 

1,46,76 

1,63,66 

1,66,66 

1,62,66 

Deduct —Share of worked 

81,60 

74,91 

74,70 

77,03 

80,44 

80,07 

79,60 

78,00 

lines. 








. 

Net working expenses 

60,84 

60,35 

70.85 

i 

73,40 

86,32 

67,48 

76,15 

74,66 

Company's shares of surplus 
profits. 

3,69 

4,68 


5,26 

6,24 

6,12 

4,70 

3,75 

Interest— 





1 




On Government oapitsl 

30,66 

28,62 

. 26,53 

27,17 

28,21 

28,98 

30,20 

81,84 

atoharge. 









On oapitsl oontribnted 


■IpfS! 

4,87 1 

4,87 

4,84 

4,84 

4,90 

4,84 

by the Company. 









Total Imtimbt 

30,66 

30,42 

31,40 


33,06 

33,82 

36,10 

38,18 

Miscellaneous chargee 

3 

1,06 

1,61 

19 

2,07 

a 

4 

86 

Total 

88,16 

96,61 

1,03,78 

1,10,89 

1,06,68 

1,00,53 

1,18,99 

' 1.14,93 

Balanoe net profit or loss (—) 

62,17 

58,70 

66,83 

66,81 

64,23 

87,60 

39,82 

67,44 

for the year. 









Percentage of net profit on 

7-0 

6-6 

7-4 

61 

0-9 

7*1 

4-1 

6-8 

oapital at ohargo. 









Percentage of net profit 

10-5 

10-0 

109 

96 

10-6 

10-7 

7-8 

9-6 

(before deducting interest) 
on oapital at charge. 









Operating ratio (i.e., ratio of 

84-4 

38-8 

41-7 

43-9 

38-5 

38-7 

49 1 

43-9 

working expenses including 









depreciation to gross 
traffic receipts). 









Capital Expenditure— 




- 





Open Line Works .. 

11,44 

2,43 

1.26 

22,86 

12,21 

8,70 

12,00 

18,56 

New Constructions .. 

a. 

•• 

•• 

•• 

1,04 

10,43 

6,00 

2,60 

Depreciation Fund 

27,06 

14,99 

11,64 

9,38 

16,76 

21,78 

18,00 

10,00 
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BOMBAY, BARODA AND 
Statement of Seeeipt* 




Aotuals. 



RECEIPTS. 

1024-25. 

1925-26. 

1926-27. 

1927-28. 

1928-29. 

1929-30. 

Be vised 
Estimate, 
1930*31. 

Budget 

Estimate, 

1931*32. 


M. 

M. 

M. 

M. 

M. 

M. 

M. 

M. 

Open mileage at end of the 
year. 

2,940 

2,938 

2,937 

2,929 

2,929 

2,975 

3,002 

3,002 

Passenger traffio earnings— 









Upper clan .. .. 

42,67 

39,36 

37,56 

37,82 

38,98 

39,78 

37,00 

41,00 

Third olaw .. 

4,21,66 

4,22,54 

3,88,71 

3,86,21 

3,96,70 

3,85,76 

3,83,00 

3,75,00 

Total passenger earnings .. 

4,64,33 

4,61,90 

4,28,27 

4,24,03 

4,36,68 

4,25,62 

4,00,00 

4,16,00 

Other oosohing traffic eam- 
inga. 

78,94 

82,71 

80,61 

84,18 

82,71 

75,78 

68,00 

73,00 

Goods trafflo earnings .. 

7,41,20 

7,35,78 

6,79,20 

6,96,40 

7,34,89 

7,33,93 

6,78,00 

7,16,00 

Sundry earnings 

20,51 

17,07 

17,21 

18,47 

16,22 

20,16 

17,00 

19,00 

Suspense 

7,25 

80 

6,54 

—4,82 

6,47 

—15,30 

•• 

•• 

Total Qaoaa Rxoims ,. 

13,12,23 

12,98,26 

12,08,83 

12,18,26 

12,76,97 

12,40,08 

11,63,00 

12,23,00 

Deivet — 









Refunds of revenue col¬ 
lected. 

•• 


4,21 

2,88 

2,87 

2,64 

3,25 

3,00 

Earnings of worked 
lines. 

79,25 

83,47 

78,65 

81,82 

87,20 

86,76 

84,75 

85,00 

% Total 

12,32,98 

12,14,79 

11,25,97 

11,33,66 

11,85,90 

11,51,68 

10,75,00 

11,35,00 

Interest on Depredation 
Fund. 

89 

1,60 

1,43 

1,94 

| 

3,44 : 

6,76 

9,29 

11,86 

Government share of sur- 
gins profits from worked 


7 

li 

•• 

•• 

•• 

•• 

•• 

Total 

12,33,87 

12,16,36 

11,27,40 

11,35,47 

11,89,34 

11,57,44 

10,84,29 

11,46,86 
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CENTRAL INDIA RAILWAY. 


(Fjgurss In tfinnwmli oi wpm.) 



Aetols. 



EXPENDITURE. 

1024-30. 

1920-36. 

1926-27. 

1927-28. 

1928-29. 

1929-30. 

Reriaad 

EbrUinata, 

199041. 

IMg«i 

mbit' 

Ckpitel at charge at end at 
the year. 

6049.72 

67,06,79 

68,'62,57 

71,49,30 

704446 

71,68,86 

72,98,85 

78,80)46 

Working Expense— 
Administration 

1,44,81 

1,62,80 

1,53,04 

1,57,37 

1.66,71 

1,68,86 

1,72,00 

•woo 

Repair end maintenance 

2,00,38 

1,95,78 

1,92,60 

2,01,17 

1,93,19 

1,9148 

1,89,90 

1,68,50 

Operation:— 

Other than Fuel .. 

1,66,62 

1,92,51 

1,89,96 

1,80,14 

1,84,70 

1,80,64 

1,90,00 

1,87,00 

Fiel ., 

1,32,83 

1,33,13 

1,14,06 

97,92 

1,12,08 

1,0645 

97,00 

97,00 

Depreciation . .. 

1,07,04 

1,09,80 

1,18,12 

143,69 

149,60 

1,33,15 

1.33,60 

147,06 

Soepenee 

-7,14 

. —2,49 

01 

—0,30 

—62 

—28 

.* 

, a 

Total 

7,44,64 

7,81,13 

I 

7,66,31 

7,54,94 

7,85,66 

7,88,90 

■H 

7,56,66 

Dtdud —Share of worked 
linee. 

43,48 

47,40 

46,07 

46,63 

47,86 

48,66 

50,00 

61,00 

Net working expense* 
Company’* share of snrphu 
profit*, eto. 

7,01,06 

14,65 

7,33,73 

26,40 

741,24 

20,90 

7,08,31 

15,12 

7,37,80 

15,73 

7,4046 

17,91 

7.32,90 

15,06 

7,04.56 

12,18 

Intenet:— 

On Government oapital 
at oharge. 

On oapital contribated 
. by the Company. 

2,12,01 

13,16 

241,73 

12,61 

248,75 

12,72 

2,39,88 

12,72 

2,54,73 

13,50 

2,65,57 

13,47 

2,70,31 

18,63 

2,77,90 

18,47 

Total In tenet 

245.17 

2,34,34 

2,41,47 

2,52,60 

2,68,23 

Q 

2,83,94 

2,81,87 

Miscellaneous oharge* 

44 

49 

06 

1,95 

1,91 

2,06 

2,62 

140 

Total 

9.41,82 

9,94,96 

9,84,17 

9,77,94 

1043,71 

104946 

10,34,41 

10,0947 

Balance net profit or loa* (—) 
for the year. 

2,92,56 

2,21,40 

1,43,23 

1,57,53 

1,65,63 

148,19 

49,88 

1,8749 

Percentage of net profit on 
capital at oharge. 

4-0 

3-3 

2-1 

2-2 

■9 

1-8 

0-7 

1*9 

Percentage of net profit* (be¬ 
fore deducting interest) on 
oapital at charge. 

7-9 

6-8 

6-6 

5-7 

H 

5-5 

4-6 

6*8 

Operating ratio (*.e., ratio of 
working expense* including 
depreciation to grota traffic 
reompta). 

66-9 

60-4 

643 

62'5 

62-4 

64-3 

68-2 

62-1 

t 

Capital Expenditure— 

Open Line Work* 

1,86,04 

1,76,00 

1,71,94 

2,63,02 

1,04,35 

1,44,52 

1,35,00 

81,88 

New Construction* 


1,06 

3,85 

3,71 

1344 

—4,03 

. . 

• • 

Depreciation Fond 

7048 

1,16,86 

99,59 

1,14,43 

68,70 

1,1046 

86,00 

97,90 


»OCT.^-ySjQrM of capital at dm gt of 182445 to 1927*18 inoluda stadia* labilities involved in ponbui of Raihvm 
tonvertea at la. 44. to tho mpo« and thoss of 1928-2Q to 1931-32 include starling liabilities converted at Is. 6d, to th* 
nipea. 
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BURMA RAIL 
Statement of Beomptt 



Aotoala. 

Beriaed 

EaUmate, 

.193041. 


RECEIPTS. 

1924-26. 

1925-26. 

1926-27. 

1927-28. 

1928-29. 

1929-30. 

Bridget 

Estimate, 

1931-32. 


M. 

M. 

M. 

M. 

M. 

H. 

M. 

M. 

Open Mileage at end of the 
jew. 

1,796 

1,822 

1,883 

1,909 

1,831 


2,067 

2,067 

Passenger traffic earning*— 









Upper elu* 

14,38 

16,03 

13,36 

14,93 

14,48 

13,66 

10,60 

12,10 

Third oUe* • ■ j 

1,41,IS 

1,51,16 

1,39,43 

1,48,46 

1,38,33 

1,27,40 

1,16,00 

1,24,00 

Total Piiwmoia Eakkikqs 

1,66,47 

1,66,18 

1,62,78 

lllusi 

1,63,38 

1,62,81 

1,41,06 

1,26,60 

1,36,10 

Other eonohing trafflo 
earnings. 

13,88 

16,33 

16,74 

17,96 

1848 

17,60 

15.00 

16,60 

Goode treffle earning* 

2,51,90 

3,03,10 

2,83,26 

3,13,70 

3,16,70 

3.17,73 

2,86,00 

3,03,00 

(Sundry earning* .. 

7,76 

941 

10,00 

10,25 

10,33 

11,16 

8,00 

10,00 

Suspense 

—11 

—90 

27 

—1,25 

—1,41 

21 

' * 

* * 

Total Gnoaa Raosirre 

4.28,89 


4,62,06 

6,04,04 

4,96,71 

4,87,75 

4,36,60 


Dwduet —Rtfonda of rerenne 
collected. 

i 

1 

148 

79 

66 

62 

60 

60 

Total 

4,28,89 

4,92,92 

4,60,77 

5,03,25 

4,96,06 

4,87,19 

4,36,00 

4,66,00 

Gnarantee raooreraUe from 
loeal Governments for on- 

ram alien tire Knee. 


•• 

7,91 

3,98 

4,00 

4,91 

4,70 

5,12 

Intereet on Depreciation 

tad. 

20 

i 

43 

42 

11 

■ 

147 

1.88 

2,94 

444 

Total 

449,09 

4,93,36 

4,60,10 

6,07,86 

5,00,33 

4,93,92 

4,42,64 

4,74,36 
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WATS. 


and Expenditure. 

(Figures it> thousands of rupees.) 



Actuals. 

Berissd 
Estimate, ' 
1930-31. 


EXPENDITURE. 

1924-25. 

1925-26. 

1925-27. 

1927-28. 

1928-29. 

1929-30. 

Budget 

Estimata. 

1981-32. 

Capital at ohargs at end of 


28,23,15 

29,44,23 

81,35,12 

32,76,06 

34,75,53 

86,38.53 

35,9633 

the year 

■1 








Working Expenses— 
Administration 

54,32 

60,02 

62,15 

65,99 

70,76 

67,41 

66,00 

88,00 

Repairs and maintenance 

64,85 

74,67 

81,22 

81,48 

95,77 

78,24 

78,50 

72,10 

Operation- 
Other than Fael 

54,47 

56,50 

59,13 

60,25 

68,81 

68,07 

71,00 

7030 

Fuel 

46,77 

42,45 

37,90 

41,72 

41,21 

44,58 

47,00 

48,00 

Deptroiation .. 

41,67 

42,95 

43,25 

45,11 

46,66 

48,28 

51,56 

52,80 

Suspense 

21 

—1,29 

—43 

—21 

51 

-1,17 

•• 

•• 

Total 

2,61,29 

9 

2,83,17 

2,94,34 

3,21,72 


3,14,06 

3,10.06 

IMiwet —Share of worked 
lines. 

•• 

m 



*• 

D 

•* 

•• 

Net working expenses .. 

2,61,29 

2,75,30 

2,88,17 

2,94,34 

3,21,72 

3,06,36 

3,14,05 

3,10,96 

Company’s share of surplus 
profits. 

32,97 

87,66 

49,43 

36,63 

45,52 

18,48 

*• 

" ’ 

Interest- 

On Go Tern men t oapital 

at oharge. 

76,96 

83,75 

88,74 

96,78 


1M80 

1,58,66 

1,62,77 

On capital contributed by 
the Company. 

15,45 

14,92 

15,07 

15,06 

m 


* ' 

*• 

Total Interest 

92,41 

98,67 

1,03,81 

1,11,83 

1,23,34 

1,68,80 

■ 

1,62,77 

Miscellaneous charges 

1,30 

3,81 

1,68 

1,48 

2,03 

1,62 


7 

Total 

3,87,97 

4,14,94 

4,38,04 

4,43,28 

4,92,61 

4,84,26 

4,72,68 

4,73,79 

Balance, net profit or loss 
(—) for the year. 

41,12 

78,41 

31,06 

64,68 

7,72 

9,66 

—30,04 

*7 

Percentage of net profit on 
Capital at charge. 

1-5 

2'8 

1-1 

■ 


0-8 

—08 

•02 

Percentage of net profit 
(before deducting interest) 
on Capital at oharge. 

4-9 

8-3 

4-6 

E 

4-0 

4-8 

3-6 

4-5 

Operating ratio (i.*., ratio of 
working expenses] includ¬ 
ing depreciation to grots 
traffic reoeipts). 

60'9 

55-7 

61'5 

684 

650 

62-7 

72-2 

68*9 

Capital Expenditure— 









Open Line Works 

54,66 

68,93 

65,15 

■ 

54,16 

1,15,41 

45,00 

42,00 

Nrw Constructions 

51,06 

44,78 

56,92 

B' 

86,78 

I 84,07 

13,00 

2030 

Depreciation Fund 

32,90 

41,52 

40,67 

| 37,00 

25,13 

1 "TZTZ2SCZ r 

| 49,74 

30,00 

























































Ill 

EASTERN BENGAL 

Statement of Beoeijftt 





Revised 

Estimates 

1930-81. 

Budget 

Estimate, 

1931-82. 


RB0HPT8. 

1924-28. 

1938-26. 

1926-27. 

1927-28. 

1928-29. 

1929-80. | 



M. 

M. 

M. 

U. 

M. 

B 

B 

M. 

Open mileage at end of the 
jmx. 

1,616 

1,604 

1,611 

1,637 

1,743 

1,793 

1,793 

1446 

PMtenger tnfflo earning*— 

■ 








Upper olaas 


38,20 

38,89 

36,78 

37,60 

38,70 

31,00 

33,00 

Third olaas 


2,06,09 

2,14,00 

2,28,93 

2,28,30 

2,2747 

1,08,00 

2,14,00 

Total PAasnran Earkthos 

2,3041 

2,43,29 

2,82,98 

2,68,71 

2,63,90 

2,62,97 

2,29,00 

2,47,00 

Other ooaohing trefllo *m- 
tPV. 

46,73 

83,33 

49,98 

48,18 

81,00 

44,41 

42,00 

48,00 

Goode traffio earnings 

346.40 

346,16 

3,8447 

3,88,69 

3,96,06 

3,68,67 

340,00 

8,41,00 

Sundry earnings .. 

11,28 

11,80 

11,63 

13,48 

13,46 

18,80 

11,00 

16,00 


e 

—6,76 

1,79 

—4,81 

3,13 

—2,88 

—1,23 

•• 

•• 

Total Grow Rwums.. 

6,09,14 

6,46,07 

6,9442 

7,19,16 

7,21,77 

6,9042 

6,02,00 

64240 

Dtimoi-i 

fRefonds of rerean* 

J ooUeoted. 

| 

•• 

•• 

3,61 

82 

76 

1,00 

148 

1,18 

' 

[ftjniny of worked 

liw». 

17,19 

17,47 

18,74 

18,14 

18,18 

16,46 

! 

18,88 



8,91,98 

6,28,60 

6,71,97 

7,00,20 


6,73,07 

84840 

648,00 

Government share of tuples 
profit* fnm worked Uose. 

17 

89 

82 

77 


48 

20 

12 

Internet 

tend. 

on Depreciation 

S3 

1,91 

2,80 

3,78 

E 

7,16 

10,03 

11,06 


Total 

8,92,66 

l 

6,31,10 

6,7849 

7,04,78 

7,08,48 

4,80,48 

8,9848 

6,46,18 
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KJkOWAT. 

•nd Kapniitwi. 


(Fig—a in th o wda af rapeaa.) 



Actuals. 



EXPENDITURE. 

1024-26. 

1926-26. 

1928-87. 

1927-28. 

1926-29. 

1929-80. 

Revised 

EstimatSk- 

1960-31. 

Bjdgrt 

1961-32.’ 

Capital at charge at end of 
thayaer. 

43,64,66 

44,69,27 

46,06,78 

46,81,70 

47,83,76 

49,84,72 

B 

#2,0143 

Working Expanses— 









Administration 

93,40 

96,01 

99,78 

1,01,07 

1,08,66 

1,07,96 

1,12,01 

1,06,00 

Repairs and maintenance ,. 

Operation:— 

1,11.87 

1,26,32 

1,33,00 

1,32,67 

1,87,94 

1.32,49 

U1.70 

1.0*18 

Other than Pael 

1,01,16 

1,13,82 

1,06,34 

1,00,84 

1,10/SS 

1,1044 

1,09,00 

1,07,06 

Fuel 

62,46 

68,60 

38,90 

38,92 

89,66 

39,61 

37,80 

40,00 

Depreciation 

73,27 

76,73 

77,28 

79,04 

82,88 

86,36 

91,40 

96,30 

Suspense 

—3,76 

1,83 

—3,10 

-1,19 

—1,86 

1,96 


•• 

Total .. 

4,27,79 

4,67,31 

4,49,29 

4,60,36 

4,77,71 

wm 

4,71,91 

4,6145 

Dtduei —Share of worked 
line*. 

8,29 

8,41 

I 'l 55$ 

8,71 

8,75 

IS 

7,25 

6,06 

Net making expsnaea 

4,19,60 


4,40,25 

4,51,64 

4,66,96 

4,70,70 

4,84,66 

4,43,46 

Interest— 









On Government oapitel at 
charge. 

1,86,07 

1 9 

1,61,62 

1.6M6 

1,79,96 

1,86,84 

1,99,88 

2,0649 

Miscellaneous chargee 

6 

■9 

2,18 

% 

—30 

20 

—36 

8 

a . 

Total 

8,76,62 

6,19,68 

6,03,96 

6,19,66 

6,49,14 

6,57,18 

6,84,86 

648440 

Balance, net profit or loss . 

(—) for the year. 

17,03 

11,62 

71,34 

84,96 

59,34 

23,50 

—48,60 

—2,66 

Percentage of net profit on 
Capital at Charge. 

mm 

0-3 

1-6 

1-8 

1-3 


-1-3 

• 

—0-1 

Percentage of net profit (be¬ 
fore deducting internet) 
on Capital at Charge. 


3-8 

6-2 

6-4 



3* 

3-9 

Operating ratio (*.e., ratio of 
working expenses includ¬ 
ing depreciation to gross 
traffic reoeipts). 

70-8 

78-0 

88-7 

64-6 

67-6 

60-9 

70-4 

•0-8 

Capital Expenditure— 









Open Line Works 

19,16 

1,06,76 

57,88 

1,0744 

98,74 

1,44,60 

85,80 

7440 

New Constructions 

.. 

a. 

9,17 

67,74 

69,42 

66,45 

26,00 

32,00 

Depreciation Fund 

60,79 

36,06 

62,25 

61,72 

50,79 

62,01 

80,00 

74,50 


Now.—Figures o f oepital at chsigi -of 1924-25 to 1937-36 I n c led a shading liabilities in to) rad is the purchase 
of Rahwayi oonTerted at 1*. id. to the rope* and those of 1928-29 to 1931-33 looted* sterling liabilities converted at 
Is. 64. to the rape* 
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EAST INDIAN 
Statement of Beeeipt* 




Ao tub. 



RECEIPTS. 

19*4-26. 

1925-36. 

1926-27. 

1927-28. 

1928-29. 

1929-80. 

Rented 

Eitinmta 

1980-31. 

Budget 
>, EtUmnt*. 
1931-32. 



If. 

M. 

M. 

M. 

H 

H. 

M. 

U. 

Open mileage at end of the 

yew. 

4,163 

3,913 

3,967 

3,980 

4,151 

4,188 

4,26] 

> 4,397 

hwapn i 

i 

1 



■ 






Upper cleee .. 

96,00 

8941 


96,10 

91,67 

85,99 

77,00 

1 80,00 

Third el»t* .. 

6,48,16 

6,14,60 

Bl 

6,19,90 

4,81,09 

5,11,67 

4,77,00 

4,90,00 

Total PAUwon Sinnaa, 

6,43,16 


6,80,18 

6,18,00 

6,73,86 

6,97,86 

5,64,00 

6,70,00 

Other ooaohing trafflo own¬ 
ing* 

1,09,59 

■ 

96,86 

94,37 

90,31 

86,67 

81,00 

87,00 

Good* trsffle eerningt 

13,33,19 

1 

12,7846 

13,21,06 

13,64,38 

12,61,48 

11,76,00 

12,26,00 

Sundry eumingi .. .. 1 

26,26 

23,93 

18,37 

22,16 

22,88 

30,47 

22,00 

26,00 

Sutpeoee 

.. 

18,78 

—6,97 


-2,42 

—93 

17,18 


■■ 





mUHm 






Total Qmb Bmm 

21.28,94 

19^1,64 

i 

19,7840 

20,63,17 

20,89,30 

19,93,41 

1843,00 

19,08,90 

Mw< ■ 

'Refund of re. 
Tenueoot- 
1*0 ted. 

" 

* * 

440 

46 

16 

24 

26 

26 


Enrnlnge of 
wanna 

. lin«. 

66,64 

9,46 

8,33 

8,96 

7,91 

7,99 

7,75 

7,75 


Total 

20,61,40 

19,73,18 

19,6647 

20,48,76 

20,31,24 

19,86,18 

1846,00 

19,00,00 

Gtmnwoi there cftnrpfcu 
profile bom worked linee. 

1,48 

147 

1,82 

1,63 

1,71 

1,41 

1,42 

1,36 

Internet on Depreointioo 
Tend beinnoee 

39 

2,13 

346 

5,63 

9,31 

11,95 

16,08 

21,29 

gnle of had 


23 

•• 

•• 



•• 


•• 

Total 

20,63,47 

19,78,88 

19,70,74 

2040,92 

20,43,26 

19,98,64 

18,4340 

1943,84 
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RAILWAY. 
nd Expenditure. 

(Figures in thousands at rupest- 






HI ..mi 



Barbed 

Budget 

KXPEKUITlJHK. 







Ketimate, 

Bstimata, 


1994-25. 

1980-20. 

1990-27. 

1927-28. 

B 

1929-30. 

1980-81. 

1981-82. 

Capital »t charge at and of 

the year. 

1,31,87,48 

149,02,78 

1,84,784* 

1.4046,48 

149,76,44 

1,43,40,77 

1,40,99,77 

1,47,9747 

Working Expanses— 









Administration 

3.89,44 

2,80,00 

2,38,60 

2,47,80 

2,67,68 

2,63,82 

2,61,00 

2,56,00 

Bepairs and maintenaooa 
Operation— 

Other than Fuel 


8,29,20 

843,77 

3,23,06 

3,14,84 

3,3941 

2,00,10 

240.00 

8,04,19 

3,89,97 

3,24,06 

3,00,81 

3,42,84 

8,19,21 

3,19,00 

3.10.00 

Fuel 

w 

1,07,07 

1,07,49 

1,00,00 

1,01,18 

1,00,28 

1,01,00 

1,04,00 

Depreciation 

2,0044 

1,92,43 

1,99,87 

2,07,27 

2,1648 

2,21,29 

2,29,00 

2.36.96 

8ofpence 

—4.08 

7,72 

—8,79 

0,84 

—10,09 

—2,97 



Total 

13,00,81 

12,07,01 

11,94,39 

11,96,44 

12,21,43 

12,40,14 

11,60,10 

11,60,90 

Dtiuct —Shares of worked 

31,68 

4,73 

4.18 

4,43 

8,95 

4.00 

4,00 

4,00 

llnee. 







Net working expense* 

12,73.08 

12,02,78 

11,9043 

11,92,01 

18,17,48 

12,42,14 

11,02,10 

11,02,90 

Company’s ahara of eorplue 



. , 

, , 


. . 


. e 

vrcfita. 

Tn^Mt _ 









On Government oapital at 
charge. 

On oapital contributed by 
the company. 

4,18,90 

72,01 

4,89,71 

0,08,17 

5,32,71 

5,70,19 

646,70 

0,10,77 

0.28,19 








Total Interest 

4,88,00 

4,89,71 

5,08,17 

0,82,71 

6.70,19 

0,80,70 

0,10,77 

04M9 

UieoaUanecnu chargee 

■ 

1,04 

2,48 

4,70 

2,28 

2,86 

—1,68 

40 

Total 

17,72,03 

16,98,08 

17,00,88 

17,89,42 

17,89,90 

18,31,20 

17,77,89 

17,9149 

Balanoe, net profit or loss (—) 

2,90,84 

2,82,30 

2,6946 

3,21,00 

2,52,86 

1,07,84 

00,21 

1.81,00 

for the year. 









Percentage of net profit on 
oapital at oharge- 

2-2 

2-2 

2-0 

■ n 

1-8 

1-2 

0-6 

0-9 

Percentage of net profits 

0-9 

00 

0-8 

il 

B-9 

6-3 

4-7 

6*1 

(before deducting in¬ 

terest) on oapital at 


1 







Operating ratio (ae^ ratio 

01-3 

61-0 

00-0 

08-2 

69-9 

62-6 

79-4 

60-8 

of working expenses 









mn biding depredation 









to rzoae traffic reoeipts). 
Capital Bxpnditnre— 

Open Line Works 

2,00,04 

3,24,81 

2,70,12 

8,78,89 

3,42,90 

2,82,09 


1,27,80 

New Constructions 

04,81 

1,04.40 

1,18,20 

1,04,90 

1,49,00 

1,39,82 

I 

09,70 

Depreciation Fund 

1,88,00 

1,31,28 

1,06,48 

1,18,70 

1,20,61 

2,46,75 

1 

1,10,70 


Norn—Figures of oapital at charge of 19*4-16 to 1M7-28 Inolude sterling liabilities involved in tlx purohaes of 
Hallways oon v ertsd at 1«. 44. to tbs rap** nod thoM of IMS-29 to 1931-32 include starling liabilities annrtid at It. M. 

to ths rapes. 





























































GREAT INDIAN 

Statement of fyeoiptt 




Actuals. 

Revised 

Estimate, 

1930-31. 

Budget 

Estimate, 

103142. 

RECEIPTS. 

1*24-26. 

1025-26. 

1026-27. 

1927-28. 

1928-29. 

1029-30. 



M. 

H. 

M. 

U. 

U. 

M. 

U. 

M. 

Open mileage at and o l tha 
year. 

2,072 

3,106 

3,106 

3,194 

3,216 

3,194 

3,194 

3,237 

Passenger tmffio earnings— 









Uppar class .. 

66,44 

64,88 

63,31 

64,13 

62,88 

62,34 

53,00 

68,00 

Third olaaa .. 

3,86,40 

3,83,44 

3,63,11 

3,63,92 

3,51,15 

3,66,19 

3,21,00 

3,45,00 

Total Pauivair Earn¬ 
ings. 

4,02,84 

4,48,32 

4,26,42 

4,28,05 

4,14,03 

4,18,53 

3,74,00 

4,03,00 

Other couching tmffio 
earnings. 

1,02,83 

1,01,62 

1,03,69 

1,06,19 

94,43 

91,91 

88,00 

94,00 

flood* traffic earninga .. 

0,81,04 

0,26,20 

9,54,33 

10,12,50 

10,54,77 

9,58,93 

8,83,00 

0,50,00 

Sundry earning* 

18,05 

21,71 

20,22 

13,02 

18,78 

18,74 

18,00 

17.00 

Soapanaa 


1,64 

3,20 

6,62 

—8,49 

—11,92 

12,59 























Total Gnorn Raonrra .. 

15,57,30 

15,01,14 

15,10,28 

15,51,27 

15,70,09 

15,00,70 

13,88,00 

14,64,00 


’Refunds of 
revenue 
collected. 



5,53 

2,47 

3,49 

4,29 

3,00 

3,00 

DtiMet— • 

Earnings of 
worked 
tinea. 

41,24 

38,02 

34,28 

30,90 

36,33 

38,06 

35,00 

35,00 

Total 

Government share of sur¬ 
plus profits from work¬ 
ed Knee. 

15,16,06 


14,70,47 

1,43 

- f - 

15,08,90 

99 

16,30417 

1,66 

14,58,36 

1,89 

13^25,00 

1,60 

14,26,00 

1,75 

Interest on Depreciation 
Fond. 

1,03 


3,96 

2,73 

—15 

69 

6,24 

12,22 


Total 

14,17,00 

14,65,01 

14,78,68 | 

15,12,6* 

15,81,77 

14,60,33 

18,32,84 

14,38,97 
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PENINSULA RAILWAY. 

and Expenditure. 


(Figures in thousand* of rapes*,) 



' Actuals. 

Beulsd 

Estimate, 

1930-31. 

Budget 

Estimate 

1831-32. 

EXPENDITURE#, 

1924-23. 

1926-26. 

1926-27. 

1927-28. 

1928-29. 

1929-30. 

Capital at charge at end of 
the year. 

Working Expenses— 
Administration 


1,07,97,66 

1,09,69,26 

1,13,92,91 

1,11,82,28 

1,15,48,13 

1,17,75,13 

| 1,18,92,7* 

1,82,62 

1,80,73 

1,61,96 

1,79,12 

1,84,21 

l 

1,92,99 

1,99,00 

1,94,00 

Repairs and Maintenance 


2,82,17 

2,91,96 

2,49,99 

2,59,22 

2,42,62 

2,60,66 

2,22,45 

Operation—■ 

Other than Fad 


2,41,36 

2,80,61 

2,34,37 

2,40,88 

2,57,64 

2,69,00 

2,04,00 

Fuel 


2,26 88 

1,81,44 

1,83,10 

1,81,13 

1,87,94 

1,63,76 

1,69,00 

Depreciation 


1,46,96 

1,51,66 

1,67,93 

1,66,62 

1,82,66 

1,88,80 

1,90,55 

Suspense 

—7,81 

—2,16 

| -3,61 


—6,99 

—2,42 

•• 

•• 

Total 

0,63,84 

10,73,96 

10,62,91 

10,01,86 

10,26,07 

10,41,23 

10,61,20 


Deduct—Share of worked 
lines. 

22,48 

22,71 

20,24 

24,69 

21,17 

21,61 

22,00 

22,60 

Net working expenses 

9,41,38 

10,61,24 

10,32,67 

9,77,18 

10,03,90 

10,19,72 

10,39,20 

10,18,60 

Company’s share of surplus 
profit*. 

4,46 

12,64 

•• 


\ . 

•• 

•• 

•• 

Interest— 

On Ooverment capital at 

8,00,70 

3,46,82 

3,66,41 

3,90,87 

4,18,70 

4,30,96 

4,60,86 

4,70,03 

On capital contributed by 
the Company. 

27,38 

6,14 

•• 

rnit 

.. ‘ 

.. 

.. 

• • 









Total internet 


3,61,96 

8,66,41 

8,90,87 

4,18,70 

4,30,96 

4,60,86 


Miscellaneous charge* 

37 

12 


90 

60 

88 

73 

60 

Total 

12,74,29 

14,16,86 

14,00,68 

13,69,02 

14,23,20 

14,51,66 

16,00,29 

14,84^3 

Balance net profit or loss (—) 
for the year. 

2,42,80 

60,06 

76,28 

1,43,60 

1,08,67 

8,78 

—1,67,46 

—46,00 









Percentage of net profit on 
oapitalat charge. 
Percentage of net profit 
(before deducting interest) 
capital at charge. 

Operating ratio (».«., ratio of 
working expenses includ¬ 
ing depreciation to gross 
traffic reoeipts). 

23 

5-8 

62 1 

0-4 

3-7 

71-8 

0-7 

i 

40 

70-2 

1-3 

*•7 

64-8 

0-9 

4-7 

65-6 

0-1 

3-8 

69-9 

—1-4 

2-5 

78-4 

—0-4 

8-6 

71-1 

Capital Expenditure- 
Open line Works 

44,27 

2,16,18 

2,86,39 

4,06,96 

3,94,39 

3,64,00 

2,15,00 

1,13,96 

New Coostrncaouj 

43,32 

3,32 

11,16 

16,70 

17,66 

11,86 

12,00 

3,70 

Depreciation Fund 

92,39 

1,06,18 

1,02,09 

2,73,46 

2,04,12 

1,06,66 

75,00 

1,03,75 


Sort.—Figure* cI capital at charge of 1024-26 to 1927-28 Include sterling liabilities involved in the purchase oi 
Railway* conrerted at 1«. id. to the rupee and those of 1928-39 to 1931-32 include stealing abilities converted 
at Is. Ad. to the rupee. 

L01RR8C 
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JODHPUR 

Statement of R et eipH 




' 


Actuals. 






RECEIPTS. 

1924-25. 

1926-28. 

1928-27. 

1927-28. 

1928-29. 

1929-30. 

" Rerieod 
Estimate, 
1930-31. 

Budget 

Eetuaate, 

1931-32. 



M. 

M. 

U. 

M. 

H. 

H. 

M. 

X. 

Open Mileage at end of the 
year 

Paaeecgtc traffic eaminpe— 

1.24 

1,24 

1,24 

1,24 

1,74 

1,74 

1.74 

.1,74 








* 

Upper nlau 

1,51 

1,56 

1,51 

1,37 

1,41 

1,81 

1.25 

MO 

Third olaae 

10,90 

11,81 

10,04 

9,04 

10,14 

9,18 

8,96 

M3 

Total Pajuktqxb bamt* 

XK08, 

12,41 

13,17 

11,65 

10,41 

11,55 

10,49 

10,20 

10,60 

Other ooaohing traffio earn 
ingt 

1,82 

1,80 

1,68 

1.53 

1,56 

1,45 

1,16 

1,60 

Goods traffio earninge .. 

18,74 

30 

11,83 

12,14 

15,18 

12,43 

12,80 

18,00 



17 

W, I’ 








21 

26 

28 

17 

20 

40 






Suepenee 

91 

2,SO 

18 

3,65 

—3,80 

1,41 

•• 

.. 

Total Gaoah Ricsrre .. 

33,85 

30 

PI,74 

25,33 

27,99 

24,75 

25,95 

24,86 

25,40 


'Rrfnnde of reye- 
nne oolleoted. 

•• 

•• 

11 

8 

11 

8 

10 

10 

Mnet — 

! 

Turnings of work- 
edline*. 

4,44 

4,88 

4,81 

3,28 

3,71 

1,31 

1,26 

Mo 

Intenet on Depredation 
Fond. 

—4 

—12 

—17 

—30 

—40 

—41 

—41 

—30 


Total 

29,37 

«.<5 

te.74 

20,44 

24,35 

20,53 

24,15 

22,99 

23,70 
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RAILWAY. 

and Mscp end it m* . 


(figure* In thon»*nd* of rap***.) 



Aetna]*. 

Rertaod 


iWKSDITUBB. 







Eetimata, 

1930-31. 


1924-26. 

1925-26. 

1926-27. 

1927-28. 

1928-29. 

1929-30. 

Capital at oharge at end of 

54,17 

B 

63,67 

69,74 

82,84 

83,71 

84,21 

88,01 

the yew. 


wm 







Working tapea—* 









Adminta+Y^tfr" ,. 

231 

3,32 

Ml 

3,36 

3,74 

3,67 

330 

8.76 

Repain and maintenance .. 

Operation— 

6.88 

5,75 

5,10 

6,00 

M7 

6,56 

5,60 

645 

Other than Fuel 

6,69 

7,21 

6,98 

5,40 

6,22 

6,88 

6,85 

645 

Fuel ,, 

4,37 

2,97 

2,34 

2,26 

2,35 

1,87 

2,00 

2,00 

Depreciation 

IppSISI 

1,16 

1,38 

1,60 

1,98 

2,00 

2,96 

3,00 . 

8 wpeoe* 

m 

—88 

77 

—50 

66 

I —to 

•• 

•• 

Total 

20,21 

19,53 

18,98 

18,42 

20,42 

19,48 

20,70 

20.85 

Dtdntt —Share of worked Una* 

1,78 

1,99 

1,62 

1,29 

1,48 

44 

50 

50 

Net working expaneee .. 

18,43 

17,64 

17,38 

17,13 

18,94 

19,04 

20,20 

19,85 










On Ooranment oapltal at 
oharg*. 

1,94 

2,13 

2,37 

2,67 

3,27 

3,64 

8,71 

3,79 

Miaoellanaona charge* 

•• 

•• 

6 

25 

21 

3 

1 

1 

Total 

20,37 

19,67 

19,79 

n 

22,42 

22,61 

a 

23,65 

Balanoe net profit or low (—) 

m 

G.on 

«-6(Ws 

65 

4,30 

—1,89 

1,54 

—1,33 

5 



\vH 

■■■■ 





0-1 

Percentage of net profit on 
capital at charge. 

16-6 

w\ 


6-2 

—2*3 

1-8 

16 

Percentage of net profit (be¬ 
fore deducting intercut on 

20-2 

— 

H 

100 

1-7 

6-1 

2-8 

4-6 

oapitaiat charge). 









Operating ratio (i.e., ratio of 

62’8 


84-3 

69-5 

90-5 

77-1 

87-8 

82-7 

working eay«e* Including 
depreciation to groae traffic 









reoeipta. 









Capital Eapendltnr*— 









Open Lin* Work* 

2,62 

3,92 

5,59 

6,07 

1,61 

88 

(0 

14C 

New doastnetlona 

•• 

•• 

•• 

•• 


•• 

•• 

•• 

Depreciation fund 

t, 77 

3,00 

MS 

8.45 


49 

76 

1.40 
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MADRAS AND SOUTHERN 

Statement of Ete*ip l 




Aotnati. 

Reriaed 

EatimaWs 

1930-3 

Budget 

Estimate, 

193142. 

RECEKEPTB. 

1924-25. 

1925-28. 

1926-27. 

1927-28. 

1928-29. 

1929-30. 


1 

M. 

M. 

M. 

M. 

M. 

M. 

M. 

M, 

Open mileage at end of the 

2,883 

2,883 

2,883 

2,905 

2,963 

3,070 

3,070 

3,070 

Puaeoger tnffio earning!— 


II 

1 






Upper clue 

27,80 

28,04 

28,18 

29,88 

29,85 

30,77 

28,00 

30,00 

Third due 

2,37,82 

2,41,31 

2,45,49 

2,49,58 

2,47,68 

2,60,25 

2,44,00 

2,65,00 

Total PAsmiram basothos 

2,86,42 

2,89,35 

2,73,87 

2,70,48 

2,77,63 

2,91,02 

2,72,00 

2,85,00 

Other coaching traffic earn¬ 
ing* 

49,92 

61,70 

54,47 

58,17 

55,27 

54,56 

49,00 

63,00 

Goo di traffic earning* 

3,82,97 

6,03,04 

6,01,63 

5,49,97 

6,03,86 

6,71,68 

4,80,00 

5,06,00 

Sundry earning! ,. 

8,91 

14,78 

13,75 

16,30 

15,68 

22,15 

8,60 

11,70 

ficapenae 

.. 

5,21 

27 

1,20 

—6,12 

2,19 

2,92 


•• 

Total Gbom Racaipts .. 

8,13,43 

8,39,14 

8,44,62 

8,95,78 

9,54,53 

9,32,33 

8,09,60 

8,55,70 


'Refund* of re¬ 
venue oolleoted. 

•• 

•• 

1,64 

97 

97 

94 

1.00 

90 

Ihiwi — 

Earning! of 

worked line*. I 

29,13 

31,17 

1 

34,69 

37,45 

40,00 

40,26 

35,00 

36,20 


Total .. 

7 84,30 

8,07,97 

8,08,49 

8,57,38 

9,13,56 

8,91,14 

7,73,60 

8,18,60 

Ewoulnd. 









BocfApta in England 

6,57 

6,37 

3,76 

5,40 

6,40 

6,40 

6,40 

6,40 

Interest 

Fond, 

on Depreciation 

4 

—18 

6 

—27 

—62 

—28 

14 

1,28 


Total 

7,90,91 

8,14,16 

8,12,30 

8,63,49 

9,19,34 

1 

8,97*26 

7,80,14 

8,28,26 
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MAHRATTA RAILWAY. 

and Sx pm ii k m . 

(Figurss In thousands of r u pee s .) 



Actuals. 

Revised 

Estimate, 

1930-11, 

Budget 

Estimate, 

1931-32. 

KXPKSDITCRE. 

1924-26. 

1925-28. 

1926-27. 

1927-28. 

1928-29. 

1929-30. 

Capital at charge at end of 

49,99,18 

51,26,96 

52,81,15 

55,30,68 

54,75,46 

56,47,17 

67,29,67 

68,0142 

the jqaf. 

Working Expense*— 









Administration 

87,06 

90,66 

94,84 

93,61 

95,20 

90,08 

1,03,00 

1,00^0 

Repairs and maintenance 

1,16,21 

1,33,13 

1,36,25 

1,40,64 

1,88,58 

1,20,16 

1,40,50 

146,00 

Operation— 









Other than Fuel 

90,29 

1,06,35 

1,14,25 

1,13,96 

1,12,68 

1,10,69 

1,00,00 

96,00 

Fuel .. 

85,28 

81,89 

69,60 

67,16 

71,90 

79,00 

71,50 

74,00 

Depreciation 

71,08 

74,02 

82,06 

81,12 

87,07 

90,05 

87,55 

88,80 

Suspense 

7 

_ 3,60 

-1,40 

—45 

25 

7,57 



Total 

4,49,99 

4,79,65 

4,95,60 

4,96,04 

6,05,77 

5,06,55 

5,02,55 

4,88,00 

Deduct—Share of worked 

lines. 

15,44 

18,80 

18,79 

20,72 

20,17 

21,69 

21,00 

21,50 

Net working expenses .. 

4,34,55 

4,60,85 

4,76,81 

4,75,32 

4,85,60 

4,84,86 

4,81,56 

4,64,50 

Company's share of surplus 
profit*. 

80,86 

77,66 

76,10 

78,27 

73,22 

96,94 

78,10 

4745 

Interest— 









On Government capital at 
charge. 

1,31,99 

1,41,02 

1,50,04 

1,64,09 

1,78,93 

1,82,66 

1,97,25 

2,01,82 









On capital contributed by 
the Company. 

51,85 

49,94 

45,86 

44,48 

44,51 

44,41 

44,96 

44,41 

Total Interest 

1,86,84 

1,90,96 

1,95,90 

2,08,57 

2,23,44 

2,26,97 

2,42481 

2,464* 

Miscellaneous charges 

mm 

51 

42 

—21 

26 

36 

2 

a 

Total 

6,83,94 

7,29,98 

7,49,23 

7,69,95 

7,82,52 

8,09,13 

8,01,88 

7.56,00 

Ralanoe net profit or loss(—) 
for the year. 

1,06,97 

84,18 

63,07 

1,03,54 

1,86,82 

88,13 

—21,74 

6846 

Percentage of net profit on 
Capital at charge. 

21 

1-6 

1'2 

1-9 

2-6 

1-6 

—0-3 

1-3 

Percentage of net profit (be¬ 
fore deducting internet) on 
capital at charge. 

6-8 

5-3 

4-9 

5-5 

8-6 

5-6 

3-8 

5-4 

Operating ratio (».«., ratio 
of working expense# in- 
olnding depreciation to 
Ones Traffic Receipts). 

549 

56-6 

68-7 

56'0 

62-8 

54-0 

61-7 

66-3 

Capital Expenditure— 









Open Line Works 

63,87 

146,64 

1,02,88 

1,77,61 

1,07,75 

1,52,46 

79,00 

71,46 

New Construction 


2,16 

51,31 

71,83 

55,57 

29,39 

3,50 


Depreciation Fond 

69,43 

85,35 

59,63 

1,20,98 

63,77 

96,01 

65,00 

794C 


Not*.—F igures of capital at charge of 1024-25 to 1927-28 include sterling liabilities involved in the purchased i Rail, 
ways converted at 1*. id. to the rupee and those of 1828-29 to 1031-32 include sterling liaUlitiee converted at 1*. 6d, to 
the rupee. 
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NORTH WESTERN RAILWAY 
Statement of Receipt* 




Actuals. 


Revised 

Estimate, 

1930-31. 

Budget 

Estimate, 

1931-32. 

BECBIPTb. 

1024-25. 

1925-26. 

1926-27. 

1927-28. 

1928-29. 

1929-30. 




M. 

M. ■ 

M. 

M. 

U. 

M. 

M. 

Open mileage at end of the 


4,474 

4,803 

4,946 

5,199 

6,074 

6,118 

6,244 

r* r. 










paaaenger traffio earnings— 







■M, 


Upper olaee 

91,19 

99,31 

93,46 

87,63 

80,80 

74,60 


80,00 

THrdolaee 

4,83,05 

5,24,76 

4,98,55 

4,99,35 

4,82,26 

4,76,76 


| 4,85,00 

Total Pa*bk«jb» barjuno* 

6,74,24 

6,24,07 

5,92,01 

5,86,88 

5,63,09 

5,61,26 

5,27,00 

5,65,00 

Other ooaobing traffic 

82,61 

88,96 

1 ,01,88 

1,02,46 

1,01,40 

92,73 

83,00 

1 ,00,00 

Ooodi traffic earnings 

10,71,88 

8,89,03 

9,20,26 

U | 

9,79,89 

9,51,77 

9,44,94 

9,36,00 

9,76,00 

Sundry 

earnings .. •« 

16,50 

19,99 

i 

24,47 

37,27 

39,44 

32,45 

22,00 

27,10 

Suspense • ■ 

^-8,36 

m 

—11,95 

5,51 

—2,04 

—2,26 



Total Gaos* Bbcwivts.. 

17,36,67 

18,25,86 

16,26,67 

17,12,01 

16,53,66 

16,19,12 

16,68,00 

16,68,10 


r R/rfund* of revenue 
oolleoted. 



11,09 

2,48 

2,68 

1,41 

8,00 

2,10 

ttoiuel- 

► 

Earnings of worked 
Hoes, 

2 ,28,80 

2,55,26 

2,11,99 

2,21,05 

2,28,24 

1,78,60 

66,00 

66,00 


Total 

15,12,77 

13,70,60 

14,03,59 

14,88,48 

14,22,79 

14,39,21 

15,00,00 

16,80,00 

Government share of aprploa 
profits from worked lines. 

27,35 

31,62 

26,37 

26,46 

27,30 

46,66 

3,96 

1,47 

Guarantee recoverable from 
local Government for on- 
remunerative Hnee. 


' * 



‘ * 


4,20 

4,20 

Intenet on Depreciation 
Fond. 

1,72 

4,17 

4,46 

5,31 

7,71 

12,24 

20,96 

27,43 


Total 

16,41,84 

14,06,80 

14,84,41 

15,20,25 

14,57,80 

14,98,01 

15,29,14 

1643,10 



















































(COMMERCIAL LUKES) 
tmd Bapeaidmn . 


(Figure* In thonacoda ol r u pe e* .) 



Aotnala. 

Reviled 

EstbSato, 

193041. 


EXPENDITURE. 

1924-26. 

1926-26. 

1926-27. 

1927-28. 

1928-29. 

1929-30. 

Bodget 

Retime ta, 
198143. 

Capital at charge at end of 
the year. 

86,77,92 

84,89,04 

94,04,60 

1,00,68,84 

1,03,43,31 

1,13,07,99 

1,14,62,49 

1,16,84,14 

Working Expenses— 









Administration 

1,68,88 

1,78,89 

1,86,91 

1,97,22 

2,00,60 

2,07,24 

2,13,60 

2,10,28 

Repain and maintenance 

2,86,28 

2,14,08 

2,87,11 

2,72,18 

2,70,17 

3,04,81 

2,88,90 

246,00 

Operation— 









Other than Fuel 

2,20,86 

2,80,81 

2,84,98 

2,86,86 

2,74,26 

2,80,47 

2,46,00 

2,40,00 

Fuel 

1,98,66 

1,86,83 

1,71,80 

l,8<k31 

1,74,82 

1,83,86 

1,67,28 

142,00 

Depredation .. 

1,71,78 

1,87,01 

1,76,30 

1,91,36 

2,00,81 

2,17,32 

2,26,95 

2,29,46 

Snapenae 

6,77 

—0,66 

3,59 

5,29 

—7,38 

2,00 




10,40,91 

10,17,67 

10,68,28 


11,19,08 

11,56,70 

11,30,80 

10,79,70 

Dtdvd —Share of worked 
line*. 

1,18,08 

1,29,10 

1,08,00 


1,17,80 

91,92 

34.60 

86,00 

Net working expenaea .. 

9,26,86 

8,88,38 

9,49,38 

9,89,86 

10,01,28 

10,83,78 

10,98,10 

10,41,70 

Internal— 









On Government capital at 
oharge. 

2,99,97 

3,20,04 

3,33,30 

3,75,82 

4,12,77 

4,39,84 

4,84,68 


klieeaOanaooa ohargea 

64 

1,26 

8,16 

80 

2,24 

1,51 

2,74 

148 

Total 

12,28,48 

12,00,68 

-12,86,83 

13,86,97 

14,16,29 


15,83,40 

15,80,88 

Balance net profit or loaa (—) 
for the year. 

3,16,38 

1,98,71 

1,48,68 

1,64,28 

41,61 

—6,62 

—64,28 

96,26 

Percentage of net profit on 
capital at oharge. 

3-7 


1-8 

■ 

0-4 

—01 

-0-4 

| 

9-8 

Percentage of net profit on 
net reoeipta (before deduct¬ 
ing interact) on oepital at 
charge. 

7-2 

8-1 

6-1 


4 4 

3-8 

3-8 

5-1 

Operating ratio (i. a, ratio 
of working expenaea In¬ 
cluding depreciation to 
groaa traffic reoeipta). 

61-2 

64-8 

87-7 

68-5 

70-4 

73-9 

73-1 

86-1 

Capital Expenditure— 









Open Line Worka 

60,46 

1.72,11 

3,78,08 

4,07,64 

2,22,92 

1,73,36 

1,10,00 

88,76 

New Constructions 

c 

11,69 

1,28,04 

2,66,78 

1,77,68 

86,78 

34,60 

42,90 

Depreciation Fund 

99,64 

1,47,14 

1,64,08 

1,87,11 

1,41,48 

1,24,47 

1,26,00 

1,09,00 


Non.—Figure* of Capitol at charge of 1924-25 to 1927-28 inslude iterlingliabilitie* involved in the poiutvw ot IUU- 
waya converted at lr. 4d. 50 the rupee »nd those of 1928-29 to 1931-32 include aterling liabilities converted at la. M. to the 

rupee. 
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ROHTLKUND AND KUMAON RAILWAY 
Statement of Reeeiptt 



Actual*. 

Reviled 

Estimate, 

1930-31. 

Budget 

Eetbnate. 

1931-32. 

RECEIPTS. 

1924-28. 

1928-26. 

1926-27. 

1927-28. 


fl 


Hi 

M. 

M. 

M. 

M. 

M. 

M. 

Me 

Open mileage at end of the 
ymt. 

■ 

3,12 

3,12 

3,12 

312 

3,12 

3,12 

3,12 

Paaeenger tmfflo earning!— 

Upper Claa* .. 

2,60 

2,58 

2,80 

2,41 

2,46 

2,28 

2,80 

2,86 

Third Claaa .. 

24,11 

24,94 

24,27 

; 25,84 

22,88 

21,97 

21,00 

21,70 

Total Paouhoxb uaexiko* 

28,61 

27,49 

26,87 

28,25 

ESSX59. 

28,34 

24,25 

23,60 

24,25 

Other ooaohing traffio earn¬ 
ing* 

3.26 

3,31 

3,12 

3,73 

3,47 

3,30 

3,75 

3,40 

Qooda tratte earning* 

32,84 

34,21 

33,45 

35,89 

38,36 

38,00 

33,78 

34,20 

Sundry earning* .. 

2,70 

1,81 

1,33 

2,41 

2,84 

2,62 

3,00 

3,18 

Supeoee 

89 

16 

—87 

lit 1 

23 

6 

* * 

•* 

Total Gaoa* Racaine .. 

66,00 

66,78 

64,10 

70,29 

66,94 

88,22 

64,00 

68,00 

Mat- 









Behind* of revenue oolleot- 
ed 


•• 

12 

27 

48 

10 

28 

25 

Stirling* of worked lines*. 

30,00 

29,83 

28,47 

29,82 

30,87 

28,98 

28,75 

28,76 

Total 

36,00 

36,98 

38,51 

40,20 

35,79 

36,14 

36,00 

18,00 

Baled Land 

2 

•• 

•• 

2 

•• 



•• 

flonamot there d enrplne 
yrofit* from worked line*. 

90 

1,21 

1,39 

1,31 

1,47 

1,48 

94 

86 

Intenet on Depredation Fond 

2 

6 

12 

19 

24 

33 

71 

1,04 

Total 

36,94 

■ 

37,02 

41,72 

37,50 

37,95 

38,68 

37,90 
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NOW-BABKILLY 8BCITON). 

dUff 


(V%wm im Hiwinifc o< iujm i.) 



Actaala 

■ 


KXPXNDITU&X. 


mm 





P3I 

£31, 



m 

in 

183748. 

n 

183840. 

188041. 

188148. 

Capital al ofaaif* *4 cod of 
iwjMr. 

1A» 

144.44 

148.48 

148.13 

14848 

14440 

D 

1.4144 

WotUtf txpaaaaa 

■■ 

mm 







lilaiiitotf Umi 



Ml 

841 

848 

848 

840 

8,77 

Bapatn and mhtw 

BSl 


1043 

1044 

844 

1044 

1140 

IMP 

Oparatioa— 

■ 

■ 







Otaar thaa foal 


w>2 

HT?71 

448 

644 

Ml 

840 

8180 

Faal 


Ml 

■9 

448 

4.40 

447 

440 

448 

PiprtokHnn 

*ja 

443 

447 

448 

443 

448 

448 

140 

• - 

-41 

—14 

1.13 

S3 

88 

1.18 

•• 

•• 

Total 

31,10 

n.u 

3843 

8441 

38.41 

884* 

8848 

** 

Dtimt Bhara of woakad 

18.01 

u,oa 

14,00 

K7S 

14,88 

14,78 

14,00 

040 

Uaaa. 









Wat w«Um wtii— 

1740 

18,14 

SMS 

1148 

18,48 

8048 

8148 

80,71 

Omq'idMol aarpini 

144 

88 

130 

188 

178 

108 

186 

180 

lolwwl 

On Oownmaot otptfcU %i 

«,!# 

4,11 

848 

840 


847 

M3 

848 

<*“3»- 


‘•Im 

%. 

{•) 


lm U 

“iso 

‘V 

Ob capital oooMbatad by 
tbaOoaapaay. 

3.13 

K9 

Total tataraat 


M# 

Ml 

H 

84* 

848 

848 

848 

Mtaoaltanaoaa alanaa 

■1 

■1 

U 

■ 

■1 

■1 

■1 

7 

Total .. 

3743 

88,14 

1148 

80,13 

38,48 

81188 

83,08 

81.78 

Baiaaaa aa* pacdt or loaa(—) 

9,83 

KM* 

8.18 

1148 

8,03 

7,00 

448 

4,18 

lor thayw. 









Parenty d aaiprodt oe 
capitala* otalpa 
PMMataaoofaatpndt (ba- 

••1 

11-7 

4-4 

131 

S3 

8-1 

7-8 

13-8 

8-3 

11*1 

4-8 

10*8 

3-8 

8-8 

3-8 

84 

Ion dadaadat iatanta) 
oa capital at paarfa 




a-o 

81-8 

!g|l 

80*7 

874 

OoaratlDf ratio (1-*-, ratio d 

47-4 

44-3 

80-8 










tvafle notfpte). 









Capital Ixpaadltan 









Opaa Una Weak* 

-M7 

-M3 

-74 

—84 | 

78 


M8 

840 

Raw Obaataaotloaa 






■ .. 

.. 

•• 

DapaaoUWoa Taad 

M* 

M3 

M* 

448 

343 

348 

348 

340 


UilBROP (a) Bapraaasta lataaaa* on ikaBtataakandJdrtDtbaetanMoik. 
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SOUTH INDIAN 
Statement of Receipt* 











































m 


RAILWAY. 

and Expenditure. 

(Figure* in thonaanda of rupee*.) 


Aetna!*. 


EXPENDITURE. 

1924-28. 

1926-26. 

1926-27. 


1928-29. 


Reriaed 

Eatimate, 

1930-81, 

Budget 

BatlnuH 

1931-31. 

Capital at ohaige at end of 
the year. 

8,86,69 

28,00,42 

30,71,61 

33,96,76 

36,87,63 

38,66,12 

40,06,12 

41,06,62 

Working Expenae*— 









Administration 

60,18 


63,72 

67,25 

99,53 

80,45 

81,00 

79,00 

Repain and maintenance 

88,80 


83,66 

82,44 

63,47 

67,05 

68,00 

67,80 

Operation— 









Other than Fuel 

73,87 


82,63 

86,43 

88,66 

94,83 

1,00,00 

98,00 

Fuel .. 

68,96 


81,17 

61,81 

48,07 


60,00 

66,00 

Depreciation 

46,66 

47,26 

49,71 

63,47 

69,62 

66,30 

69,62 

73,46 

Bnapenae 

88 

—3 

—99 

2,13 

-1,30 

—1,48 

• * 

a. 

Total 

3,36,94 

3,40,06 

3,29,80 

3,42,53 

3,67,84 

3,66,22 

3,78,62 

3,83,25 

Deduct —Share of worked lines 

23,94 

24,60 

26,11 

29,27 

34,64 

22,10 

23,80 

23,60 

Net working expenae* 

3,12,00 

3,16,66 

3,04,69 

3,13,26 

3,23,20 

3,44,12 

3,66,12. 

3,69,76 

Company*! share of nurplot 
profit*, etc. 

Intoreat— 

On QOTBmment capital at 
oharg*. 

On capital oontribnted by 
the Company. 

9,60 

74,87 

21,97 

10,69 

84,26 

20,60 

8,67 

96,71 

19,19 

10,64 

1,12,23 

19,46 

6,27 

1,32,88 

19,73 

10,34 

1,39,67 

19,66 

14,80 

1,66,78 

19,90 

9,90 

1,84,86 

19,66 









Total Internet 

96,64 

1,04,76 

1,16,90 

1,31,69 

1,62,61 

1,69,23 

1,76,68 

1,8441 

Uitoellaneona oharget 

28 

21 

1,67 

26 

! 

—6,44 

1,28 

S3 

8 

Total 

4,18,37 

4,31,22 

4,30,93 

4,66,76 

4,76,64 

i 

6,14,97 

6,46,93 

5,53,84 

Balance net Profit or lota 
(—) for the yoar. 

97,11 

1,14,20 

1,19,61 

1,28,17 

88,18 

1,19,86 

56,28 

84,61 

Percentage of net profit on 
capital at charge. 

m 

4-1 

3*9 

3*7 

2*5 

3*1 

1*4 

2*1 

Percentage of net profit (be¬ 
fore aednoting interat) 
on capital at charge. 

89 

7-8 

7*7 

7*6 

6*7 

7*2 

8*8 

. 8*8 

Operating ratio (Ca., ratio of 
working expenae* includ¬ 
ing depredation to from 
traffic receipt*). 

80-6 

67*9 

66*6 

64*0 

57*4 

64*4 

69*2 

66*7 

Capital Expenditure— 

Open line Works 

43,02 

93,81 

1,21,28 

1,43,47 

1,25,20 

1,09,88 

1,09,00 

57,40 

New Conatrnotiom 

16,04 

1,20,03 

1,49,91 

1,61,69 

1,66,75 

88,40 

42,00 

43,10 

Depreciation Fond 

17,13 

48,22 

38,83 

93,15 

66,30 

94,73 

60,00 

47,00 


Non .—Figure* of capital at charge of 1924-26 to 1827-28 include iteriing li* bill tie* involred in the pumhaaa of 
Railway* oonTertod at It. id. to the rnpee and thoea of 1828-28 to 1931-32 inolude iteriing liabilitie* oonrerted at It. 8 4. 
to the rnpee. 
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ALL RAILWAYS— 
Statement of Receipt* 


RECEIPTS. 

Aotnais. 

Revised 

Estimate, 

1930-31. 

Budget 

Estimate, 

1931-32. 

1924-25. 

1925-26. 

1926-27. 

1927-28. 

1928-29. 

1929-30. 


M. 

U. 

M. 

M. 

M. 

M. 

M. 

M, 

Open Mileage at end of the 

25,671 

25,710 

26,227 

26,609 

27,588 

29,369 

20,663 

30,246 

year. 









Passenger traffic earnings— 









Upper class 

4,33,90 

4,40,03 

4,38,43 

4,47,80 

4,35,62 

4,20,51 

3,79,00 

4,08,00 

Third claas 

31,03,88 

31,58,95 

30,40,74 

31,25,55 

30,36,38 

30,98,12 

28,85,00 

30,32,00 

Total Passskoib Earnings 

35,37,78 

36,98,98 

34,79,17 

35,73,36 

34,72,00 

36,18,63 

32,64,00 

34,40,00 

Other coaching traffio earn- 

5,78,07 

5,93,99 

6,06,96 

6,17,17 

6,03,19 

6,68,69 

5,21,00 

6,73,00 










Goods traffio earnings 

62,80,73 

60,75,19 

61,48,94 

65,34,09 

66,89,01 

64,37,06 

59,60,00 

62,88,00 

Sundry earnings .. 

1,62,76 

1,73,88 

1,71,43 

1,98,78 

2,08,90 

2,18,74 

1,59,00 

1,85,00 

Suspense 

28,15 

36 

—5,80 

—9,38 

—25,02 

30,17 

•• 


Total Gross Rboupts .. 

1,05,87,49 

1,04,42,40 

1,04,00,70 

1,09,14,03 

1,09,48,08 

1,07,73,29 

98,94,00 

1,04,86,00 

D * d * cl — 









Refunds of revenue oollec- 


. , 

•35,03 

13,55 

15,33 

14,52 

15,00 

15,00 

ted. 









Earning* of worked line* 

7,33,86 

7,12,23 

6,76,85 

7,18,06 

7,26,71 

6,47,30 

5,19,00 

6,21,00 

Total .. 

98,53,63 

97,30,17 

96,88,82 

1,01,82,42 

1,02,06,04 

1,01,11,47 

93,60,00 

99,60,00 

Miscrllanbotts Riocfts 

51,12 

88,43 

1,06,98 

1,23,63 

1,64,54 

2,04,74 

1,72,53 

1,61,79 

Total .. 

, 

99,04,75 

98,18,80 

97,95,80 

1,03,06,06 

1,03,60,68 

1,03,16,21 

95,32,53 

1,01,01,79 


* Includes remissions of earnings also. 
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COMM WIRT!! AT, LTNE8* 


and Expenditure. 

(Figures in thoossad* at rupees.) 


EXPENDITURE. 

Actuals. 

Revised 

Estimate, 

1930-31. 

Budget 

Bstimate, 

1931-82. 

1924-20. 

1920-26. 

1926-27- 

1927-28. 

1928-29. 

■ 

Capital at oharge at the end 

0,28,11,39 

6,43,66,01 

6,69,36,17 

7,01,02,32 

7,06,01,86 

7,36,59,38 

7,60,14,38 

7,62,12,38 

of the year. 









Working Expenses— 









Administration ,. 

12^)2,96 

12,46,12 

12,74,28 

13,11,43 

13,86,44 

lui 

14,30,00 


Repain and maintenance 

17,60,24 

16,78,59 

17,64,64 

17,62,30 

17,57,28 

17,78,64 

16,96,00 

16,23,00 

Operation:— 









Other than Fuel 

14,36,91 

16,04,61 

15,80,69 

16,73,39 

16,66,61 

16,73,64 

16,66,00 

16,38,00 

Fuel 

10,28,13 

9,92,68 

8,51,85 

8,58,86 

8,69,81 

8 ,66,66 

8,26,00 

8,80,00 

Depreciation .. 

9,94,81 

10,31,70 

10,63,14 

11 ,00,86 

11,60,46 

12,17,96 

12,63,00 


Suspense 

—37,64 

—9,74 

—6,66 

2,98 

—32,44 

—15 

'r 

'■ 

• 

Tor it 

63,74,41 

60,42,86 

86,23,82 

66,99,82 

67,86,14 

69,38,82 

67,78,00 

67,10,00 

Deduct —share of work- 

3,70,46 

3,06,80 

3,32,52 

3,51,04 

3,63,36 

3,29,52 

2 ,66,00 

2,70,00 

ed lines. 









Net workin g expenses 

60,03,06 

81,86,06 

61,91,30 

62,48,78 

64,22,79 

68,09,10 

86,13,00 

64,40,00 

Company's share of surplus 

1,42,28 

1,77,42 

1,60,66 

1,67,14 

1,69,14 

1,61,98 

1,15,00 

76,00 

profits, etc. 









Interest:— 









on Government oapital at 

20 ,00,21 

21.83,18 

22,98,40 

24,41,19 

28,40,72 

27,69,02 

29,01,70 

Kiotskfl 

charge. 









on oapital contributed by 

2,67,16 

1,66,99 


1,61,87 

1,60,42 

1,36,94 

1,37,64 

1,35,92 

the Company. 

Total interest 

22,67,37 

23,60,17 

24,66,36 

26,93,06 

27,01,14 

29,08,96 

31,29,24 

82,08,68 

Miscellaneous charges 

16,19 

30,33 

70,51 

63,44 

34,57 

68,01 

68,75 

60,40 

Tot+l 

84,29,80 

87,43,98 

88,82,72 

90,62,42 

94,07,64 

97,26,06 

08,26,99 

97,84,08 

Balance, profit or loss (—) 

14,74,00 

10,74,62 

9,13,06 

12,63,63 

9,62,94 

6,91,16 

—2,93,46 

3,17,71 










Total 

99,04,76 

B 

97,96,80 

1,03,06,06 

ggg| 

1,03,16,21 

96,32,53 

1,01,01,70 

Percentage of net profit on 

23 

1-7 

1-4 

1*8 

1-3 

0-8 

—0-4 

0-4 

Capital at oharge. 









Percentage of net profit 

60 

6-3 

5-0 

5-5 

■ 

4-7 

3-8 

4-6 

(before dednoting interest 









on oapital at ohaige. 









Operating ratio (*.«., ratio 

610 

63-6 

63-9 

61-4 

62-9 

65*4 

60-8 

64-7 

of working expenses in- 









eluding depreciation to 









gross traffic reoeipts). 









Capital Expenditure— 









Open Line Worts ■ .. 

9,85,03 

14,90,33 

15,79,49 

21,56,93 

15,67,32 

16,30,23 

10,49,00 

8,13,00 

New Constructions 

2,77,60 

3,93,14 

6,69,20 

9,91,07 

8,79,72 

6,60,37 

3,75,00 

2,89,00 

Depreciation Fund 

7,02,68 

7,83,32 

7,75,31 

10,66,46 

9,30,37 

11,69,21 

8,79,60 

8,07,00 

Purchase of Railways and 

19,22 

—9 

4,33,46 

4,16 

4,29,64 

7,09,30 

1,00 

28,00 

branch lines shares, etc. 










Horn._Fignna of capital at charge of 1024-20 to 1927-28 include sterling liabilities involved in the purchase ot 

Railways converted at Is. 4 d. to the rupee and those of 1028-29 to 1931-32 inolude sterling liabilities converted at It. 8d. 
to the rupee. 
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STRATEGIC 
Statement of Receipts 



Passenger traffio earnings:— 
Upper class 


Third elan 


Toth, Pabsxhoxb Eark- 
noa. 

Other coaching traffic earn¬ 
ings. 

Goods traffio earnings 
B uudi y earnings .. 

Sospeose .. .. 




Actuals. 




1924-25. 

1925-26. 

1926-27. 

1927-28. 

1928-29. 

1929-30. 

Revised 

Estimate, 

1930-31. 

M. 

M. 

M. 

M. 

M. 

M. 

U. 

1,653 

1,720 

1,777 

1,817 

1,863 

1,869 

1,860 

7,67 

8,10 

7,52 

7,32 

8,88 

5,94 

6,00 

64,64 

68,36 

60,83 

54,99 

63,47 

50,48 

46,00 

62,31 

66,52 

68,15 

62,31 

62,35 

66,42 

60,00 

12,76 

13,21 

16,67 

15,26 

14,20 

12,74 

10,10 

83,27 

82,48 

78,18 

81,20 

88,44 

88,07 

78,00 

1,64 

1,86 

1,46 

2 

1,79 

1,81 

1,72 

2,00 



Tom, Gmow RncmrrB ., 1,69,87 1,64,07 1,63,45 


Deduct —Refunds of Revenue 
collected, 


Total .. 1,89,87 1,64,07 1,53,46 


Interest on Depredation 
Fund balance. 











1,40 1,62 2,07 3,09 5,19 8,68 
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and Expenditure. 
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Aotnal*. 


EXPENDITURE. 

1924-26. 

1926-28. 

1926-27. 

1927-28. 

1928-29. 

1929- 


Revised 

Ertimateu, 

1930-31. 



Capital «t charge at end of 26,86,77 31,03,71 31,60,60 32,41,77 33,10,29 33,38,72 33,63,72 33,81X72 

the year. 


Working Erpenee*— 

Administration .. 29,74 

Repair* and maintenance 69,79 
Operation— 

Other than Fuel .. 36,96 

Fuel .. .. 30,09 

Depreciation 
Suspense 


31,97 31,74 32,82 34,49 

39,21 61,10 63,00 63,66 

39,13 40,87 42,77 43,89 

34,66 27,66 29,38 27,40 

36,69 39,28 


36,14 37,00 36,00 

62,60 - 68,00 68,00 

46,00 42,00 

26,00 26,00 

42,00 48,00 


Total Working Expense* 1,96,77 1,80,14 1,86,71 1,94,86 1,98,61 2,08,83 2,03,00 



Interest on Government capi- 1,22,77 1,30,94 1,31,36 1,34,03 1,41,'8I 1.40,09 1,46.76 1,48,62 

tal at charge. 


Mieoellaneotu charge* 


12 34 21 2,06 30 60 40 40 


Total .. 3,18,66 3,11,42 3,18,27 3,30,74 3,40172 3,49,42 8,64,16 3,61,98 

BaUnco loa* for the year .. 1,68,46 1,46,27 1,63,42 1,68,72 1,72,00- 1,87,62 2,18,96 1,96,36 


Total 

Capital Expeaditore— 


New Constructions 
Depreciation Fond 


1,60,30 1,66,16 1,64,86 1,62,02 1,68,72 1,61,90 1,46,19 1,5636 


21,92 36,12 33,87 61,11 20,21 13,67 24,80 1636 

42,21 17,27 88,16 48,29 14,77 60 1,14 

2633 16,07 29,84 29,67 29,47 16,97 20,40 18,00 
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ALL RAIL 

Statement of Receipts 






Aotoals. 





receipts. 

1924-25. 

1925-26. 

1926-27. 

1927-28. 

1928-29. 

1929-30. 

Estimate, 

1930-31. 

Estimate, 

1931-32. 



M. 

M. 

M. 

M. 

M. 

M. 

M. 

M. 

Open mileage at end of the 

27,324 

27,430 

28,004 

28,426 

29,451 

31,218 

31,522 

32,105 

year. 










Passenger traffic earning*— 









Upper clue .. 

4,41,57 

4,48,19 

4,45,95 

4,55,12 

4,44,50 

4,26,45 

3,84,00 

4,15,00 

3rd olaaa 


31,68,62 

32,17,31 

30,91,37 

31,80,54 

30,89,85 

31,48,60 

29,30,00 

30,78,00 

Total Pabskkqbb raws- 

36,00,09 

1 

1 36,66,50 

36,37,32 

36,35,66 

35,34,35 

35,75,05 

33,14,00 

34,93,00 

EfOB. 










Other coaohing traffio earn- 

5,90,82 

8,07,20 

6,22,63 

6,32,42 

6,17,39 

6,81,43 

6,31,10 

5,86,00 

mga. 









63,70,30 

Good* traffio earnings 

83,64,00 

61,67,67 

62,27,10 

68,15,29 

67,77,45 

66,25,13 

60,28,00 

Sundry earnings .. 

1,64,30 

1,76,74 

1,72,88 

2,00,67 

2,10,71 

2,20,48 

30,17 

1,61,00 

1,86,80 

Suspense 

.. 

28,15 

36 

—6,78 

1 

—9,36 

—26,02 



Total Gross Rromifts 

1,07,47,36 

1,06,06,47 

1,05,54,15 

1,10,74,68 

1,11,14,88 

1,02,32,24 

1,00,34,10 

1,06,36,10 


f Refunds of 
revenue col¬ 
lected. 

•• 

•• 

*35,03 

13,70 

15,48 

14,66 

15,10 

16,10 

Deduct — • 

Earnings cl 1 
worked 
lines. 

7,33,86 

7,12,23 

8,76,85 

7,18,06 

7,26,71 

6,47,30 

5,19,00 

6 ,21,00 

Total 

1,00,13,50 

98,94,24 

98,42,27 

1,03,42,82 

1,03,72,89 

1,02,70,28 

95,00,00 

1 ,01,00,00 

Miscellaneous receipts 

51,45 

89,51 

1,08,38 

1,25,25 

1,56,61 

2,07,83 

1,77,72 

1,58,35 

Total 


1,00,64,96 

99,83,75 

99,50,65 

1,04,68,07 

1,05,29,30 

1,04,78,11 

96,77,72 

1,02,58,35 


* Include* remissions of naming* also. 
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WAYS. 

and Expenditure. (Commercial and strategic lines together). 


(Figurss In thousands at rupsss.) 





Actuals. 














EXPENDITURE. 

1924-25. 

1925-26. 

1926-27. 

1927-28. 

1928-29. 

■ 

Estimate, ! 
193041. 

Sgt^BStSy 

198142, 

Capital at oharge at end of 

5,64,98,16 6 

,74,58,72 

,00,95,67 

7,33,44,09 

7,39,11,64 

7,69,98,10 

7,84,48,10 7 

>96,98,10 

the year. 









Working Expenses— 
Administration • ♦ 

12,32,70 

12,77,09 

13,06,00 

13,44,25 

14,19,93 

14,38,13 

14,67,00 

14,16,00 

Repairs and maintenance 

18,10,03 

17,77,80 

18,15,64 

18,05,30 

18,10,81 

18,41,14 

16,63,00 


Opera tiok— 

Other than Fuel 

14,71,87 

16,43,74 

16,26,56 

16,16,16 

16,99,50 

17,16,81 

17,10,00 


Fuel. 

10,58,22 

10,27,23 

8,79,40 

8,88,24 

8,87,21 

8,93,10 

8,50,00 


Depreciation 

10,35,00 

10,66,88 

10,88,58 

11,37,55 

11,99,74 

12,68,98 

13,06,00 

18.48,00 

Suspense 

—37,64 

—9,74 

—6,65 

2,98 

—32,44 

29 



Total 

65,70,18 

67,23,00 

67,23,00 

67,94,48 

69,84,75 

71,47,45 

69,95,00 

69,13,00 

Deduct —Share of worked 

3,70,46 

3,56,80 

3,66,80 

3,51,04 

3,93,36 

3,29,52 

2 ,66,00 

2,70,00 

lines. 









Net working expenses 

61,90,73 

63,66,20 

63,78,01 

64,43,44 

66,21,40 

68,17,93 


66^43,00 

Company’* share of surplus 
profits. 

1,42,28 

1,77,42 

1,65,56 

1,67,14 

1,59,14 

1,51,98 

1,16,00 

75,00 

Interest— 

On Government capital At 

21,22,98 

23,14,12 

24,29,80 

25,75,22 

27,82,53 

29,09,11 

31,38,46 

32,21,28 

charge. 

On capital contributed by 

2,67,16 

1,66,99 


1,51,87 

1,60,42 

1,36,94 

1,37,54 

1,36,92 

Companies, 









Total Interest 

23,90,14 

24,81,11 

26,86,70 

27.27,09 

29,32,95 

30,46,05 

32,75,99 

33,67,20 

Miscellaneous chargee 

16,31 

30,67 

70,72 

55,49 

34,87 

58,51 

69,15 

00,80 

Total 

87,48,46 

90,55,40 

92,00,99 

93,83,16 

97,48,36 


1,01,90,14 

1,01,36,00 

Balance net profit or loes(—) 

13,16,49 

9,28,35 

7,49,66 

10,84,91 

7,80,94 

4,03,64 

—6,12,42 

1,22,36 

for the yoar. 









Percentage of net profit on 
Capital at obarge. 

20 

1-4 

H 

1-6 

* 

11 

0-6 

—0-7 

0-2 

Percentage of net profit be¬ 
fore deducting interest 
on capital at charge. 

5*6 

5-0 

4-7 

5*2 

6-0 

4*6 

3-5 

4-4 

Operating ratio (i.e., ratio 
of Working Expenses in¬ 
cluding depreciation to 
Gross Traffic Receipts). 

61-9 

64-3 

64-8 

62-3 

63*8 

66-4 

70-8 

641 

Capital Expenditure— 









Open Line Works 

10,06,96 

15,31,41 

16,12,86 

22,18,04 

15,77,53 

16,43,9C 

10,73,60 

8^28,86 

New Constructions 

3,19,81 

3,93,U 

8,76,47 

10,26,25 

9,28,01 

6,66,14 

3,75,51 

2,90,14 

Depreciation Fund 

7,29,01 

7,98,31 

8,04,6( 

10,95,15 

9,59,84 

11,76,11 

9 ,00,01 

8,26,00 

Purchase of Railways and 
branch line* shares, etc. 

19,25 

— 

3 4,33,46 

4,11 

4,29,64 

7,09,81 

. 

> 1,« 

26,00 


Not*.—F igures of capital at obarge of 1924-25 to 1927-28 
wavs converted at la. 4 d. to ths rupee and tlioee of 1928-29 to 
the' rupee. 


muiuuo awtuug a wwmmv- — ■- , 

1931*32 inolude sterling liabilities converted i 
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Statement showing the financial results of State-owned 


Particulars. 

1910-11. 

1911-12. 

1912-13. 



1916-16. 

1916-17. 

1917-18. 

1918-19. 

1919-20. 

Open mileage at end of 
the year .. 


M. 

<«) 

24,902 

M. 

(<*) 

26,204 

M. 

26,911 

M. 

26,174 

M. 

26,262 

M. 

26,401 

M. 

26,263 

B 

M. 

26,388 

Capital at oharge 

4,82,27 

4,92,77 

5,06,06 

5,22,69 

5,38,22 

6,43,60 

6,44,43 

6,46,86 

5,49,79 

6,61,92 

Grcse receipts 

46,94 

60,36 

66,02 

56,31 

64,15 

67,26 

62,93 

68,91 

76,24 

79,09 

Working expense* 

24,48 

26,89 

28,01 

29,36 

29,62 

29,52 

29,96 

31,35 

37,06 

46,46 

Nstreoeipte .. 

21,46 

24,47 

27,01 

26,96 

24,63 

27,73 

32,97 

37,66 

39,18 

33,63 

Percentage of Net re¬ 
ceipt* on Capital at 
charge 

1 

4-9 



4-6 

6-1 

61 

6-9 

7-1 

0-0 

Operating ratio 

63-3 

61-4 

50-9 

621 

64-6 

51-6 

47-6 

46-6 

48-6 

67-5 

Interest charges 

17,70 

18,04 

18,70 

19,24 

20,18 

20,68 

20,50 

21,16 

21,11 

21,77 

Surplus profile 

70 

72 

1,06 

66 

1,04 

91 

1,16 

1,49 

1,90 

2,01 

Other charges after de¬ 
ducting miscellaneous 
reoelpta .. 

3 

3 

4 

—13 


13 

10 

4 

31 

60 

Total charges 

18,43 

18,79 

19,80 

19,77 

21,39 

21,62 

21,76 

22,69 

23,32 

24,28 

Net gain 

3,03 

8,68 

7,21 

7,19 

3,24 

6,11 

11,22 

14,87 

16,86 

9,36 

Annuity payments (6)— 











Capital portion 

1,18 

1,22 

1,26 

1,30 

1,36 

1,40 

1,44 

1,49 

1,64 

1,60 

Interest portion 

3,86 

3,82 

3,78 

3,77 

3,69 

3,64 

3,60 

3,65 

3,50 

3,44 

Sinking Fund chargee (6) 

26 

27 

28 

29 

30 

31 

49 

60 

36 

38 

Expenditure on renewal* 
and replacements in¬ 
cluded in the Working 
Expenses above 

2,13 

2,63 

2,81 

3,68 

3,30 

2,82 

2,20 

1,56 

2,00 

3,69 

Appropriation to Dupre, 
matron Fund included 
in the working expen- 
ete above .. 












(a) Figures of open mileage are to end of the calendar year. 

(b) These payments are included in the Interest charges above. 

Not*. —Figures of capital at charge of 1910-11 to 1927-28 include sterling liabilities involved in the purchase of Railways 



































































railways from 1910-11 onwards, 


(Figure* in lakh* of rupee*.) 


1920-21. 

1921-22 

1922-23. 

1923-24. 

1924-26. 

1926-26. 

1926-27. 

1927-28. 

1928-29. 

1929-30. 

Berrieed 

Estimate, 

1930-81. 

Budget 

Estimate, 

1931-81. 

- : 

M. 

M. 

M. 

M. 

M. 

M. 

M. 

M. 

U. 


M. 

M. 

28,662 

26,804 

27,006 

27.078 

27,324 

27,430 

28,004 

. 

28,426 

29,451 


31,522 

32,106 

--- 

6,86,34 

6,06,99 

6,22,23 

6,40,72 

6,64,98 

6,74,69 

7,00,96 

7,33,44 

7,39,12 

7,69,96 

7,84,48 

7,96,93 

80,98 

81,69 

93,22 

94,65 

1,00,13 

98.94 

98,42 

1,03,43 

1,03,72 

1,02,70 

96,00' 

1 ,01,00 

64,62 

66,67 

66,96 

61,06 

62,00 

63,66 

63,78 

64,44 

86,21 

88,18 

67,30 

66,43 

26,46 

16,02 

27,26 

33,60 

38,13 

35,28 

34,64 

38,99 

37,51 

34,52 

27,70 

34,57 - 

fl 

2-6 

■ 


6*8 

5-2 

4-9 

6-3 

5-1 

■ 

■ 

■ 

67-3 

80-4 

70-8 

64-5 

61-9 

64-3 

64-8 

62-3 

63-8 

66-4 

70-8 

66-8 

19,88 

24,60 

26,31 

26,04 

23,90 

24,81 

26,87 

27,27 

29,33 

30,46 

32,76 

33,57 

1,72 

1,06 

69 

1,15 

1,42 

1,78 

1,68 

1,57 

1,59 

1,62 

1,16 

7* 

—79 

—46 

4 

—3 

—38 

—69 

—38 

□Jr 

—70 

—1,22 

—1,80 

—1.09 

-07 

20,81 

26,11 

26,04 

27,18 

24,97 

26,00 

27,14 

28,14 

29,70 

30,48 

32,82 

33,35 

6,68 

m 

1,22 

6,44 

13,16 

9,28 

7,60 

10,86 

7,81 

■ 

—6,12 

1,22 

1,28 

1,72 

1,80 

1,78 






.. 


* . 

2,62 

3,36 

3,34 

3,12 




•• 



•* 

•* 

31 

43 

47 

48 




* ' 





6,30 

7,63 

8,59 

7,13 


•• 



•• 


•• 

•• 





10,36 

10,67 

10,89 

11,37 

12,00 

12,69 

13,06 

13,43 


converted at la -4d. to the rupee 


and those of 1928-29 to 1931-32 inolude eteriing liabilHie* conr*r»*d at 1*. M, to tfc* rup**. 
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APPENDIX E. 

Expenditube on Accounts and Audit. 


I. — State-managed Railways. 


Tw. 


1024-28 

1026-20 

1926-27 

1027- 28 

1028- 29 

1920-80 

1920-31 (Budgte 
Ultimate). 

1931-32 










North Western 

Burma Railways. 

Eastern Bengal 

East Indian 

Great Indian 

Railway (Com. 



Railway. 

Railway. 

Peninsula Railway. 

and Strgeo.). 

Aooonnts. ' 

Audit. 

Account*. 

Audit. 

Accounts. 

Audit. 

1 

1 Account*, 

Audit. 

Aooounts. 

Audit. 

3,43 

44 

7,94 

f 

17,46 

! 

63 

13,86 

52 

16,62 

a 

, 





g 

4,11 

43 

8,49 

& 

j 3 

18,32 

84 

j- 14,10 

21 

18,31 

4 




1 1 




? 


a 'Z 

3,91 

4,20 

60 

38 

8,88 

9,40 

8 

O 

< 

.5 

19,58 

22,30 

2,84 

2,82 

16,19 

14,96 

|I 

•In 

18,69 

22.40 

I 1 

4,12 

42 

13 

\ 10,46 

1 

22,37 

3,36 

16,00 

§ g 

m g 

21,78 

w 

4,46 

89 

10,48 

4 

22,86 

2,88 

16,72 

t 81 

22,37 

2,64 

4,72 

98 

10,80 

1,74 

24,61 

2,97 

16,81 | 

1 2,26 

26 01 

2,64 

4,36 

(<*) 

10,68 

(»> 

24,06 

(a) 

17,40 

(o) 

23,10 

(a) 


(o) Figures of Audit offioes attached to these railways are not available. 








































■Expenditure on New Constructions. 
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APPENDIX G. 

Some of the more important measures of economy introduced and anticipated savinys therefrom during 1931-32 • 


143 




















APPENDIX G— contd. 

Some of the more important measures of economy introduced and anticipated savings therefrom during 1931-32. 

(Figures in thousands of rupees.) 


144 























145 





APPENDIX H. 

Estimated Savings in 1931-32 resulting from measures of economy introduced up to 31st July 1931. 
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Total of 5 State Railways =327-32 Total of 5 Companies Railway8=161 -98 

(116-97) (42-41) 

Grand Total for 10 Railways - 479 • 30 

(169-38) 

Fignres in brackets represent approximate amount in the figure above due to reduction in Salaries and Allowances, etc. 
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Railway. 


S. 

I. Railway. 


Burjiia Railways. 

9. 

1930-31. 

Percent¬ 
age of 
increase 
in 

1930-31 

over 

1925-26. 

1924-26, 

1925-26. 

1928-29. 

1930-31. 

Percent¬ 
age of 
increase 
in 

1930-31 

over 

1925-26. 

1924-25. 

1925-26. 

I 

1930-31. 

Percent¬ 
age of 
increase 
in 

1930-31 

over 

1925-20. 

) 

16,28 

7-7 

10,73 

11,92 

13,07 

15,08 

26-5 

9,11 

10,65 

13,43 

14,43 

36-5 

) 

47,73 

25-5 

22,69 

22,38 

20,36 

26,02 

16-2 

30,95 

36,84 

63,08 

40,56 

101 








-- 




29,84 


J 

26,66 

-59-9 

25,07 

38,44 

39,20 

40,19 

4-5 

22,35 

27,78 

20,14 

* * 


) 






—7,04 

SfflTir 

•• 


•• 

•• 

* * 


90,67 

—16 1 

58,49 

72,74 

72,62 

72,62 

2-1 

62,41 

75,27 

86,65 

84,83 

12-7 







Tift 





















11,67 

13-6 

6,45 

6,93 

7,25 

8,32 

20-1 

6,14 

6,74 

7,70 

8,69 

27-4 


60,60 

ll'l 

28,46 

30,32 

21,41 

25,84 

-14-7 

11,68 

11,49 

15,65 

15,24 

36-6 


1,03,94 

-11-6 

95,31 

93,03 

. .77,83 

92,31 

— 7 

65,16 

62,65 

62,80 

68,26 

8-9 












7,85 



12,85 

83-8 

—39 

1,98 

8,76 

2,22 

11*1 

3 

80 

1,32 


4 « 


-- 





—8,86 



•• 





1,78,96 

10-1 

1,29,83 

1,32,26 

1,15,25' 

1,19,83 

-9-3 

83,01 

81,68 

87,37 

99,94 

22-3 






























APPENDIX I. 


1 924-25,1925-26, 1928-29 and 1930-31. (Figures in thousands of rupees.) 


B, N. Railway, 


B., B, and C. I.Railway. 


M. & S. M. 



1925-26. 

1928-29. 

1930-31. 

Percent¬ 
age of 
increase 
in 

I93&-31 

over 

1925-26. 

1924-25. 

1925-26. 

1928-29. 

1930-31. 

Percent¬ 
age of 
increase 
in 

1930-31 

over 

1925-26. 

1924-25. 

1925-26. 

1928-2 

5 

20,86 

20,55^ 

24,22 

161 

20,45 

20,10 

22,60 

23,41 

16-4 

13,93 

15,11 

14,4: 

0 

53,50 

67,21 

77,73 

45-2 

56,54 

50,64 

56,10 

62,64 

2-3 

32,94 

38,01 

47,3,' 

3 

35,25 

1,43,29 

59,67 

69-2 

69,19 

94,31 

23,67 

52,48 

—44-4 

56,68 

66,43 

40,91 



.. 

—4,37 




•• 

• • 

•• 

•• 

•• 



—20 


—1,16 


—8,46 

—10,01 

—6,29 

—8,76 


—9,69 

—11,49 

—9,7! 


1,09,41 

2,31,05 

1,56,10 

42-7 

1,37,72 j 

1,65,04 

96,08 

1,29,77 

-16-3 

93,86 

1,08,06 

92,91 


12,27 

1 13,53 

15,76 

28-4 

16,10 

17,08 

17,27 

18,15 

6-2 

9,74 

10,27 

10,93 

i 

44,56 

56,05 

59,80 

34-2 

73,62 

74,29 

61,52 

69,88 

—19-4 

44,33 

45,48 

60,04 


94,57 

93,31 

94,45 

-1 

2,01,35 

1,96,65 

1,61,81 

1,49,40 

-23-5 

1,20,94 

1,17,56 

1,07,15 


3,44 

12,63 

19,88 

477'9 

91 

1,12 

20,03 

23,72 

2017-8 

—640 

6,99 

10,56 




—95 

* 


. . 

•• 




•• 



—31 


—42 

- 

—16,69 

—16,83 

—16,87 

—5,89 


—15,71 

—17,82 

—17,31 


1,54,53 

1,75,52 

1,88,52 

21-9 

2,75,29 

2,72,31 

2,43,76 

2,35,28 

—13-6 



1,61,37 : 


ween 1924-25 and 1930-31 are:— 

1} Naini-Jubbulpux Section to G. I. P. Railway, 

2} Delhi- Ghaziabad Section to N. W. Railway. 

1) Delhi-Kilkri Section to N. W. Railway. 

2) Caff pore area remodelling scheme to E I. Railway. 
3} Agra Gity station to E.I. Railway. 

























APPENDIX 

Details of expenditure on the Principal Railways in 1924-25,1925-26,1928-29 an 



Note. —Sections of lines transferred between 1924-25 and 1930-31 are: 

1. From E. L Hallway.— (1) Naini-Jubbalpnr Section to G. I. P. 

(2) DelM-Ghaziabad Section to N. W, R 

2. From G. I. P. Railway.—(1) Delhi-Kilkri Section to N. W. Railwa 

v (2) Caw pore area remodelling scheme t 

(3) Agra City station to E.I. Railway, 




































N. W. Railway. 


E, B. Railway. 


Abstracts. 

1924-25. 

1925-26. 

1928-29. 

1930-31. 

Percent¬ 
age of 
increase 
in 

1930-31 

over 

1925-26. 

1924-25. 

1925-26. 

1928-29. 

1930-31. 

Percent¬ 
age of 
increase 
in 

1930-31 

over 

1925-26. 

‘A’. 











MaXNTENANOB OF 

Structural Works. 











General Administration 

31,11 

33,31 

40,50 

43,27 

29-9 

18,82 

14,90 

16,89 

16,85 

13-1 

Repairs and Maintenance 

1,22,66 

88,27 

1,31,29 

1,48,53 

68-2 

57,78 

57,72 

67,78 

50,39 

—12-7 

Depreciation 

• • 

1,34,85 

1,59,64 

1,78,23 

321 

36,06 

38,20 

44,96 

48,82 

27-8 

Replacement and Renew¬ 
als. 

1,25,66 

1,62 

—1 

•• 







Deduct — 











Value of Stores return¬ 
ed. 

6,11 

•• 




•• 


*• 

*• 

** 

Share of Worked lines 

—33,37 

—37,47 

—34,16 

—9,80 


—1,98 

—2,07 

—2,26 

—1,83 

*• 

Total 

2,39,95 

2,20,58 

2,97,26 

3,60,23 

63-3 

1,10,68 

1,08,75 

1,27,47 

1,14,23 

5-0 

* B.* 

Maintenance and 
Supply or Locomotive, 
power. 





















General Administration 

17,16 

17,80 

21,46 

23,28 

30-8 

7,61 

8,00 

10,43 

10,88 

36*0 

i 

Repairs and Maintenance 

1,21,69 

69,24 

97,24 

1,11,36 

60-8 

25,61 

28,25 

31,97 

30,26 

7T 

Operating Expenses .. 

3,04,62 

3,01,69 

2,86,75 

2,92,07 

—3-2 

75,26 

76,24 

63,23 

59,85 

—21 -5 

Depreciation 

•• 

37,17 

29,75 

31,73 

—14-6 

10,79 

11,79 

13,11 

15,66 

32-8 

Renewals and Replace¬ 
ments. 

37,04 


•• 



•• 

•• 


•* 


Deduct — ' 











Value of Stores return¬ 
ed. 

34 


•• 



•• 

•• 

•• 



Share oi Worked lines 

—41,42 

—46,51 

—42,41 

—12,17 

•• 

2,13 

2,24 

—2,23 

—1,70 


Total 

4,38,75 

3,79,39 

3,92,79 

4,46,27 

17-6 

1,17,14 

1,22,04 

1,16,51 

, * 

1,14,95 

—5*8 













.48 


1 



Total 




APPENDIX I— contd. 

Details of expenditure on the Principal Railways i/n 1924-25,1925-26 , 1928-29 and 1930-31, (i 



G. I. P. Railway. 

B. N. Railway. 


30-31. 

Percent¬ 
age of 
increase 
in 1 
1930-31 
over 
1925-26. 

L924-25. 

1925-26. j 

1928-29. i 

1930-31. 

Percent¬ 
age of 
increase 
in 

1930-31 

over 

1925-26. 

1924-25. 

1925-26. 

1928-29. 

1930-31. 

Percent¬ 
age of 
increase 
in 1 

1930-31 
over 
1925-26. 

1924-25. 

19: 

12,87 

42-6 

6,70 

7,17 

8,00 

8,56 

193 

3,95 

4,74 

4,53 

5,29 

11-6 

6,68 


,09,29 

—19-8 

76,81 

86,07 

66,20 

70,71 

—17-8 

68,48 

61,76 

58,80 

61,84 

•1 

63,73 


17,89 

—23-9 

18,98 

23,80 

19,70 

19,26 

—19-1 

11,40 

9,47 

9,41 

8,89 

—6-1 

9,37 


72,99 

16-8 

, . 

34,68 

44,00 

46,05 

32-8 



•• 

•• 




, . 


5,34 

a. 

•• 

•• 

•• 

—1,56 

73 

10,19 

6,60 

804-1 

17 











« 

* 













- 

—47 




-7,92 



' * 

* * 

" 









—43 

•• 

| —7,47 

9,91 

—3,47 

—3,19 

6£/| 

—60 

—14 


—16 


4,76 

- 

,04,69 

-11-4 

1,00,36 


1,34,43 

1,41,39 

— 3 

81,67 

76,66 

82,93 

81,99 1 

7-1 

75,19 





-1- 

66 

2,26 

4,23 

655*3 









.. 

. , 

88 

8,46 

13,10 

1,388-3 


•• 

•• 

•• 

•• 

*• 


•• 

•• 


5,78 

27,19 

52,33 

805-3 

•• 

** 

•* 


** 

* * 


•• 

•• 


1,23 

4,57 

18,47 

1401-6 

•• 

•• 

•• 

•• 

•• 

•• 



•• 

•• 

—55 

—1,02 

4 

—1,97 

•• 

- 

•• 

•• 


* 

•• 


-• 

•• 

•• 

7,90 

41,45 

86,16 

j 990-5 

•• 


-• 

•• 

1 - 




Note.—S ections of lines transferred between 1924-25 and 1830-31 are:— 

1. From E. I. Railway.— (1) Naini Jnbbolpur Section to G. I. P. Railway. 

(2) Delhi-Ghaziabad Seotion to N. W. Railway. 

2. From G. I. P- Railway.—(1) Delhi-Kilkri Seotion to N. W. Railway. 

(2) Cawnpore area remodelling scheme to E. I. Railway. 

(3) Agra City Station to E. L Railway. 













1928-29 and 1930-31. (Figures in thousands of rupees.) 



m to Q. L P. Railway. 

>n to N. W. Railway. 

1 to N. W. Railway. 

xleOiog scheme to E, I. Railway. 

o E. X. Railway. 
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APPENDIX I— contd. 

1924-25,1925-26,1928-29 and 1930-31. (Figures in thousands of rupees.) 


B. N. Railway. 

B„ B. and C. I. Railway, 

M. and S. M. Rj 




Percent- 





Percent* 







age of 





age of 







increase 





increase 




1925-26. 

1928-29. 

1930-31. 

in 

1924-25. 

1925-26. 

1928-29. 

1930-31. 

in 

1924-25. 

1925-26. 

1928-29. 
















over 





over 







1925-26. 





1925-26. 




62 

74 

72 

16-1 









1,80 

1,59 

1,69 

-6-1 

.. 

• • 


- 

• • 

•» 


•• 

4,16 

4,66 

4,55 

9-3 

.. 

• • 

•• 


• * 

.. 

- 

•• 

2,60 

—1 

74 

-71-5 


•• 


•• 

•• 


•• 


9,18 

6,98 

7,70 

—16-1 

•• 

v •> v ■ 

•• 

•• 

•• 

•• 

•• 

•• 

14,03 

13,28 

13,94 

—6 

13,04 

•jyj h j } 

13,67 

13,80 

14,15 

3-6 

6,80 

7,38 

7,18 

1,18 

1,22 

92 

—22-0 

1,61 

2,12 

2,00 

1,86 

—12 3 

81 

69 

66 

79,88 

88,90 

93,89 

17-6 

1,25,27 

1,30,30 

1,17,42 

1,16,36 

-10-7 

48,96 

62,71 

55,93 



—15 

* 









—22 

•• 

—26 


—8,18 

—8,71 

-8,83 

—8,86 

•• 

—5,29 

—6,94 

— 6,22 

94,87 

1,03,40 

1,08,34 

14-2 

1,31,74 

1,37,38 

1,24,39 

1,23,71 

—9-9 

51,28 

54,84 

67,65 


between 1924-25 and 1930-31 are:— 

} Naini-Jubbulpur Section to G. I. P. Railway. 

!) Delhi-Ghaziabad Section to N. W. Railway. 

-(1) Delhi-Kilkiri Seotion to N. W. Railway. 

(2) Cawnpore area remodelling sokeme to E. I. Railway. 

(3) Agra City Station to E. I. Railway. 










































AJPPEN 


Details of expenditure on the Principal Railways in 1924-2L 



E. I. Railway. 

G. I. P. Railway. 

B. N 

1 . 

Percent¬ 
age of 
inorease 
in 

1930-31 

over 

1926-26. 

1924-26. 

1925-26. 

1928-29. 

1930-31. 

Percent¬ 
age of 
increase 
in 

1930-31 

over 

1926-26. 

1924-25. 

1925-26. 

1928-29. 

1930-31. 

Percent¬ 
age of 
increase 
in 

1930-31 

over 

1925-26. 

1924-25. 

1925-26. 

1 

37 

86-1 

7 

11 

11 

12 

9-1 

f 





49 

62 


to 

-36-4 

13 

21 

9 

8 

-61-9 

- 

•• 


•• 


1,36 

1,80 


78 

-11-3 

93 

86 

89 

86 

.. 

.. 



•• 

•• 

4,29 

4,16 



•• 

•• 

•• 

•• 

•• 

•• 


•• 

•* 

•• 


17 

2,60 



-9-6 

7 

■ 

13 

12 

200-0 

• • 

•• 

•• 

•• 

•• 

•• 

•• 




** 

■ 

*• 

*• 

•* 

** 

* ' 

* * 

* * 

• * 

’ * 

* * 


07 

—13-B 

1,20 

1,21 

1,22 

1.17 

-3-3 

•• 

- 


•• 

•• 

m 

9,18 


" 





















■ 






• 



26 

6-8 

29,49 

29,78 

30,60 

29,68 

l 

16,09 

17,60 

18,35 

19,37 

10-7 

12,24 

14,03 


03 

-14-2 

3,76 

3,89 

3,02 

3,77 

-3-1 

4,60 

2,67 

3,68 

2,44 

—8-6 

1,45 

1,18 


83 

—8*6 

2,52,69 

2,05,82 

2,19,72 

2,12,36 

3-1 

1,43,26 

1,36,49 

1,38,36 

1,46,40 

6-5 

87,12 

79,88 



•• 

•• 

•• 

•• 

•• 

•• 

•• 

•• 

•• 

•• 

•• 

•• 

•• 


73 

—141 

37 


•• 

•• 

•• 

•• 

•• 

•• 

•• 

•• 

•• 




ii 

•* 


•• 

—34 

•• 

•• 

•• 

•• 


•• 

•• 



32 

« * 

-’-6,41 

—93 

—81 

—86 

•• 

-11,48 

—10,32 

-4,32 

—4,66 


—66 

—22 


52 

-6-6 

2,79,80 

2,38,66 

2,52,53 

2,44,66 

2-5 


1,46,34 

1,56,06 

1,62,56 

11-0 

1 ,00,10 

94,87 



Note. —Sections of lines transferred between 19 

1. From E. I. Railway.—(I) Naim-Jut 

(2) Delhi-Gha 

2, From G. I. P. Railway.—(1) Delhi-3 

(2) Cawnp 

(3) Agra C 








































Maintenance and 
WORRIES OF FERRO 
Steamers and Har¬ 
bours, 

General Administration 

Repairs and Maintenance 

Operating Expenses .. 

Renewals and Replace¬ 
ments. 

Depreciation .. 

Deduct .—Share of 
worked lines. 



8 8 14-3 78 36 


48 48 


Total .. 96 1,49 1,50 1,40 —6-0 9,39 8,17 7,98 7,07 


Expenses of Traffic 
Department. 

General Administration 19,17 19,54 

Repairs and Maintenance 1,62 3,21 

Operating Expenses .. 1,61,80 

Renewals and Replace- 
' ments. 

Depreciation 

Deduct — 

1. Value of stores re- . —22 
turned. 

2. Share of worked I —16,11 

lines. I - 


Total .. 1,66,16 



1,94,73 8-3 86,05 



43 

87 

2,22 

1,40 

4,07 

3,78 

1,26 

122 

7,98 

7,07 

12,76 

12,25 

1,26 

1,03 

82,09 

77,83 

■ 69 

• 73 

00 

1 H 

\ 

—1,82 

94,95 

90,52 






















N. W. Railway. 


....... ..-... - - 






Abstracts. 

1024-25. 

1925-26. 

1928-29 

930-31. 

Percent¬ 
age of 
increase 
is 1 
1930-31 
over 
1925-26. 

•17 






General Department. 

General Administration 

06,43 

77,23 

84,22 

86,10 

114 

Repairs and Maintenance 

0,50 

6,93 

8,54 

9,48 

36'9 

Operating Expenses .. 

•• 


•• 


•* 

Renewals and Replaoe- 
. monte. 

*• 

•* 

* * 

* * 

* * 

Depreciation • < 

•• 

•• 

•• 

•* 

dhjt 

Deduct — 






X. Value of stores re¬ 
turned. 

—4 

•* 

*• 

** 

• • 

8. Share of worked 
linos. 

—9,20 

—10,34 

—9,42 

—2,70 


Total 

63,69 

73,82 

83,34 

92,88 

25-8 







•q: 






' ifertotaUiE xpen¬ 
ses. 






General Administration 

46,70 

52,42 

66,68 

67,37 

28-5 

Operating Expenses .. 

11,10 

15,21 

19,41 

6,33 

—58-4 

Depreciation * • 

•• 

•• 

•* 

•* 

** 

Deduct — 






1 . Value of stores re¬ 
turned. 

—3 

•* 


* * 

•* 

2. Share of Worked 
lines. 

—2,30 

—2,58 

—2,35 

—68 

" 

Total 

55,47 

65,05 

73,74 

73,02 

12'6 





















APPENDIX 1—concU. 

Details of expenditure on the Principal Railways in 1924-25,1925-26,1928-29 and 19 


ailway. 

G. I. P. Railway. 

B. N, Railway, 




Percent- 





Percent- 



I 

1 


Percent- 




age of 





age of 





age of 




ioorease 





increase 





increase 


-29. 

930-31. 

in 

924-25. 

925-26. 

.928-29. 

930-31. 

in 

1924-25. 

1925-26. 

1928-29. 

1930-31. 

io 

1924-1 



;E2ai 










1930-31 




over 





over 





over 




1926-26. 





1925-26. 





1925-26. 


:,08 

76,62 

12-2 

49,89 

49,82 

51,45 

55,96 

12-3 

36,20 

40,64 

39,36 

43,84 

7-8 

50 

1,18 

18,46 

34-4 

8,20 

9,70 

9,90 

10,31 

6'3 

5,94 

6,19 

6,31 

6,38 

22-9 

4 

67 

1,67 

•• 

•• 

1,71 

1,29 

1,84 

7’6 

•• 

•• 


•• 

•• 



B 

•• 

•• 

•• 

•• 

• • 

• • 

jgjgjsj 

•• 

•• 

-1 

• • 


-27 

1 

•• 



—1,66 

-1,87 

•• 

-39 

-8 

•• 

-7 

•• 

-1 

i,66 

96,33 

18-1 

64,07 

67,23 

60,98 

66,24 

15-7 

41,76 

45,75 

45,67 

50,14 

9-6 

51 

1,83 

87,39 

36-9 

67,90 

68,76 

63,59 

56,47 

—3'9 

27,53 

30,45 

33,19 

37,75 

23-9 

38 

=,35 

6,43 

—78-9 

—52,05 

4,31 

—4,27 

65 

—84-9 

4,64 

4,88 

4,28 

6,98 

43-0 

i; 


1 




* 



• a 






-29 

-31 

•• 

-1,10 


-1,33 

-1,62 

•• 

—26 

—5 


—3 


—1 

3,89 

93,61 

—9 

14,75 

58,96 

47,99 



31,91 

35,28 

37,47 

44,70 

26-7 

3! 


Non.—Sections of lines transferred between 1924-26 and 1930-31 are:— 

1, From E. I. Railway.—(I) Nami-Jubbulpnr Section to G. I. P. Railway. 

(2) Delbi-Ghaziabad Section to N. W. Railway. 

2. From G. I. P. Railway.—(1) Delhi-Kilkri Section to N. W, Railway. 

(2) Cawnpore area remodelling soheme to E. I. Raib 

(3) Agra City Station to E. I, Railway, 
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APPENDIX J. 
Rotting Stock Statistics. 


Locomotives. 


Railway. 

1924-25 

No. 

1925-26 

No. 

1928-29 

No. 

1929-30 

No. 

1930-31 

No. 

Per cent, 
increase 
(+)or 
decrease 

(—) in 
1930-31 
over 
1924-25. 

Percent, 
increase 
(-f)or 
decrease 
(—) in 
1930-31 
over 
1925-26. 

Broad Gauge. 








Bengal Nagpur 

684 

731 

699 

717 

738 

+7-92 

+0-96 

Bombay, Baroda and Central India 

451 

447 

387 

380 

(6)386 

—3-66 

-13-6 

Eastern Bengal 

295 

319 

329 

333 

328 

+ 11-2 

+2-82 

EaBt Indian 

1,667 

1,694 

1,601 

1,695 

1,646 

+21-9 

-2-89 

Great Indian Peninsula. 

1,320 

1,307 

1,138 

1,101 

(c) 

1,065 

—19-3 

-18-5 

Madras and Southern Mahratta 

300 

307 

312 

314 

310 

+3-33 

+0-98 

North Western 

1,607 

1,506 

1,276 

1,268 

1,267 

—21 ’2 

-15-9 

Oudh and Rohilkhand 

*' 

* 

* 

* 

* 

+ 

* f 

South Indian 

152 

149 

145 

152 

151 

-0-66 

+ 1-34 



(a) 



(d) 



Total (B.G.) 

6,476 

6,460 

5,887 

5,860 

5,890 

-9-05 

—8-82 

Metre Gauge. 








Bombay, Baroda and Central India. 

515 

521 

510 

506 

497 

—3-60 

-4-61 

Eastern Bengal 

236 

235 

224 

225 

223 

—5-62 

—5-11 

Madras and Southern Mahratta .. 

352 

360 

347 

364 

358 

+ 1-70 

-0-56 

South Indian .. 

410 

404 

397 

408 

424 

+ 3-41 

+ 4-95 

Burma 

364 

374 

391 

418 

427 

+ 17-3 

+ 14-2 

Total (M. G.) 

1,877 

1,894 

1,869 

1,921 

1,929 

+ 2-77 

+ 1-85 


(а) Includes 13 Electric Locomotives. 

(б) Includes 2 Electric Battery Locomotives. 

(c) Includes 65 Electrio Locomotives. 

\d) Includes 2 Electric Battery Locomotives and 65 Electric Locomotives. 
* Included in the last Indian Railway. 
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APPENDIX J —contd. 


Rolling Stock Statistics —contd. 



Coaching stock. 

Railway. 

1924-25 

No. 

1925-26 

No. 

1928-29 

No. 

1929-30 

No. 

1930-31 

No. 

Per cent, 
increase 

(+) or 

decrease) 
(—)in 
1930-31 
over 
1924-25. 

Per cent, 
increase 

(+) °r 

decrease 
(—)in 
1930-31 
over 
1925-26. 

Broad Gauge. 






' 


Bengal Nagpur .. .. 

1,112 

1,137 

982 

1,059 

1,061 

—4-59 

—6-68 

Bombay, Baroda and Central India 

1,014 


893 

833 

833 

—17-9 

—18-3 

Eastern Bengal 

882 

880 ! 

nhj"■ni 1 

-948 

962 

1,040 

+ 17-9 

+ 1-82 

East Indian 

3,461 

3,562 

3,355 

3,585 

3,421 

+ 45-8 

-3-96 

Great Indian Peninsula 

2,482 

f2,557 

2,229 

2,171 

t2,374 

—4*35 i 

—7-16 

Madras and Southern Mahratta .. 

944 

936 

913 

945 

934 

—1-06 

—0-21 

North Western 

3,697 

3,454 

3,744 

3,684 

3,699 

+ 0-05 

+ 7-09 

Oudh and Rohilkhand 

* 

♦ 

* 

* 

* 

* 

* 

South Indian 

362 

349 

303 

358 

362 

Nil 

+ 3-72 

Total (B. G.) 

13,954 

f 13,895 

13,367 

13,597 

113,724 

-1-65 

—1-23 

Metre Gauge. 








Bombay, Baroda and Central India 

1,737 

1,743 

1,664 

1,612 

1,618 

—7-OS 

—7-17 

Eastern Bengal 

980 

977 

948 

1,013 

1,078 

+ 10-0 

+ 10-3 

Madras and Southern Mahratta ., 

1,158 

1,174 

1,059 

993 

999 

—13-7 

—14-9 

South Indian 

1,557 

1,508 

1,347 

1,356 

1,384 

—11-1 

—8-22 

Burma 

1,073 

1,109 

1,317 

1,335 

1,410 

+ 31-4 

+27-1 

Total (M.G.) 

6,505 

6,511 

6,335 

6,309 

6,489 

—0-29 

—0-34 


* Included in the East Indian Railway, 
t Includes 39 Vehicles Electric Stock, 
j Includes 153 Vehicles Electric Stock. 
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APPENDIX J —condd. 
Rolling Stock Statistics —concld. 


Goods stock. 


Railway. 

1924-25 

No. 

1925-26 

No. 

1928-29 

No. 

1929-30 

No, 

1930-31 

No. 

Per cent, 
increase 
(+)or 
decrease 
(—) >n 
1930-31 
over 
1924-26. 

Per cent, 
increase 
(+) or 
decrease 
(—)in 
1930-31 
over 
1926-26. 

Broad Gauge. 








Bengal Nagpur .. 

22,589 

22,629 

22,296 

22,260 

22,256 

—1-47 

—1-65 

Bombay, Baroda and Central India 

10,013 

10,226 

10,479 

10,306 

10,143 

+ 1-30 

-0-81 

Eastern Bengal 

8,616 

8,409 

8,290 

8,242 

8,169 

-5-19 

-2-85 

East Indian ., 

62,671 

53,102 

49,054 

48,899 

48,799 

+ 10-1 

—8-10 

Great Indian Peninsula 

19,845 

19,920 

18,549 

18,230 

18,000 

-9-80 

-9-64 

Madras and Southern Mahratta .. 

5,937 

5,650 

5,479 

5,637 

5,678 

-4-36 

+0-50 

North Western 

30,085 

29,038 

30,278 

29,620 

29,495 

-1-96 

+ 1-57 

Oudh and Rohilkhand .. 

* 

* 


* 

* 

* 

* 

South Indian 

1,964 

1,798 

1,797 

1,777 

1,771 

—9-83 

—1-50 

Total (B. G.) 

151,720 

150,772 

146,222 

144,971 

144,311 

-4-88 

—4-29 

Metre Gauge. 








Bombay, Baroda and Central India 

8,799 

9,158 

9,524 

9,467 

9,660 

+ 9-79 

+ 5-48 

Eastern Bengal 

5,033 

4,906 

5,028 

5,421 

5,505 

+9-38 

+ 14-2 

Madras and Southern Mahratta .. 

6,624 

7,124 

7,658 

7,510 

8,238 

+ 19-0 

+ 15-6 

South Indian .. .. .. 

4,201 

3,926 

4,950 

5,540 

5,432 

+ 29-3 

+38»4 

Burma ... 

9,320. 

9,306 

10,207 

10,268 

10,336 

+ 11-8 

n*i 

Total (M. G.) 

34,277 

34,420 

37,367 

38,206 

39,171 

+ 14-3 

+ 13-8 


* Included in the Bast Indian Railway. 
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APPENDIX K. 


Statement showing use made of Locomotive Stock. 




Average 

Average 

Average 

Maximum 

Average 



number of 

number 

number in 

number in 

mileage run 

Railway. 

Year. 

engines in 
Stock. 

available for 

use daily. 

use on any 

per engine 



use. 


one day. 

per annum. 

Broad Gauge Lines. 
North Western 

1924-25 .. 

1,659 

1,257 

821 

929 

17,620 


1925-26 .. 

1,553 

1,147 

840 

922 

17,885 


1928-29 .. 

1,405 


892 


25,916 


1929-30 .. 

1,409 

983 

891 

937 

26,915 


1930-31 .. 

1,389 

1,031 

876 

914 

24,820 

Bast Indiin 

1924-26 .. 

*1,665 

*1,432 

*1,307 

*1,411 

*48,645 


1926-26 .. 

*1,680 

*1,411 

*1,227 

*1,286 

♦24,090 


1928-29 .. 

*1,639 

*1,331 

*1,153 

*1,281 

*28,280 


1929-30 .. 

*1,639 

*1,326 

*1,162 

* 1,274 

*25,916 


1930-31 .. 

*1,592 

*1,341 

*1,142 

*1,244 

*24,820 

Eastern Bbngal . . 

1924-26 .. 

296 

208 

188 

197 

22,630 


1926-26 .. 

304 

227 

201 

211 

21,170 


1928-29 .. 

332 

261 

237 

260 

28*280 


1929-30 .. 

340 

266 

228 

252 

27*875 


1930-31 .. 

340 

262 

226 

240 

25,915 

Bengal Nagpur 

1924-25 .. 

668 

489 

401 

442 

24,455 


1925-26 .. 

713 

520 

399 

440 

22,630 


1928-29 .. 

769 

530 

465 

621 

25*916 


1929-30 .. 

769 

549 

492 

519 

27,375 


1930-31 

762 

542 

464 

404 

25,186 








Great Indian Peninsula 

1924-25 .. 

1,274 

954 

782 

849 

19,710 


1926-26 .. 

1,279 

998 

694 

830 

18,980 


1928-29 .. 

1,179 

941 

688 

843 

61,686 


1929-30 .. 

1,164 

933 

629 

751 

54,385 


1930-31 .. 

1,111 

887 

578 

738 

63,145 

Bombay, Baroda and 

1924-25 .. 

434 

364 

277 

296 

22,265 

Central India. 

1926-26 ... 

434 

341 

277 

306 

22,995 


1928-29 .. 

426 

329 

239 

254 

22,630 


1929-30 .. 

416 

269 

236 

268 

24*820 


1930-31 ... 

385 

263 

224 

235 

23,360 

Madras and Southern 

1924-25 .. 

287 

230 

198 

214 

24,090 

Mahratta. 

1925-26 .. 

289 

224 

198 

223 

24,465 


1928-29 .. 

297 

222 

200 

206 

26,915 


1929-30 .. 

301 

220 

199 

222 

27,375 


1930-31 .. 

301 

236 

197 

213 

25,185 

South Indian 

1924-25 .. 

146 

119 

82 

107 

17,155 


1925-26 .. 

149 

118 

87 

106 

19,345 


1928-29 .. 

149 

128 

95 

101 

22,995 


1929-30 .. 

149 

125 

108 

125 

26,645 


1930-31 .. 

149 

124 

110 

120 

27,740 


* Includes Oudh and Rohilkund Railway. 
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APPENDIX K— contd. 


Statement showing use made of Locomotive Stock —contd. 


Railway. 

Year. 

Average 
number of 
engines in 
Stock. 

Average 
number 
available for 
use. 

Average 
number 
in uee 
daily. 

Maximum 
number in 
use on any 
one day. 

Average 
mileage run 
per engine 
per annum. 

Metre Gauge Lines. 

Eastern Bengal 

1924-25 .. 

245 

176 

169 

169 

21,170 

1925-26 .. 

234 

186 

172 

185 

21,900 


1928-29 .. 

211 

181 

157 

171 

24,820 


1929-30 .. 

230 

177 

148 

169 

26,280 


1930-31 .. 

229 

182 

141 

163 

23,725 

Bombay, Baroda and 

1924-25 .. 

501 

402 

341 

344 

24,820 

Central India. 

1925-26 .. 

497 

403 

319 

332 

22,630 


1928-29 .. 

479 

426 

338 

333 

24,060 


1929-30 .. 

513 

427 

346 

360 

24,090 


1930-31 .. 

513 

417 

340 

353 

23,360 

Madras and Southern 

1924-25 .. 

316 

272 

233 

257 

24,455 

Mahratta. 

1925-26 .. 

322 

280 

242 

267 

24,820 


1928-29 .. 

327 

261 

226 

251 

29,665 


1929-30 .. 

341 

288 

240 

267 

28,105 


1930-31 .. 

343 

298 

242 

267 

26,280 

South Indian 

1924-25 .. 

387 

323 

242 

282 

20,805 


1925-26 .. 

404 

313 

248 

284 

21,535 


1928-29 .. 

412 

310 

270 

308 

24,090 


1929-30 .. 

413 

322 

300 

325 

26,645 


1930-31 .. 

421 

337 

299 

334 

25,550 

Burma 

1924-25 .. 

363 

310 

246 

279 

25,550 

1926-26 .. 

367 

318 

260 

287 

25,550 


1928-29 .. 

393 

341 

288 

308 

27,740 


1929-30 .. 

427 

358 

287 

317 

28,105 


1930-31 .. 

429 

380 

286 

317 

24,820 

Total “ Other Rail- 

1924-25 ,. 

678 

469 

366 

140 

21,292 

ways.”* 

1925-26 .. 

570 

473 

381 

140 

24,820 

1928-29 .. 

588 

508 

426 

161 

26,063 


1929-30 v . 

603 

526 

473 

145 

27,132 


1930-31 .. 

617 

553 

475 

150 

26,402 


* “ Other Railways ” include the Assam-Bengal, Bengal and North Western (of which 806-40 
miles representing Tirhoot Railway are State-owned) and Rohilkund and Kumaon Railway (of which 
312-06 miles, representing Lucknow-Bareilly Railway, are State-owned). 


Note. _Separate figures for Tirhoot and Lucknow Bareilly Railways are not available. 

LolRRSO 














Number of 


Railway. 

L 

1924-26. 

2 

1926-26. 

3 

1928-29. 

4 

1929-30. 

5 

1930-31. 

6 

Maximum 
in any year 
subsecjuent 
to 

1924-25. 

7 

Percent 
age in 
crease o 
decreas< 
of 1930-: 

over 

1924-25 

8 

B.N. 

24,274,700 

25,328,000 

26,259,100 

27,949,100 

24,887,600 

27,949,100 

2-5 

B.B.&C.I. .. 

• 98,469,100 

99,101,200 


93,956,400 

89,014,100 

99,101,200 

-9-6 

K.B. 

45,343,600 

47,816,900 


55,192,000 

46,408,000 

55,192,000 

2-3 

B. I. 

76,769,700 



72,097,000 

66,656,400 

76,366,100 

—12-0 

G.I.P. 

68,428,100 

61,292,500 


64,337,600 

55,923,000 

64,337,600 

-4-2 

M.AS.M. .. 

41,246,400 

43,326,200 

46,025,300 

49,013,300 

43,057,100 

49,013,300 

4-3 

N. W. 

78,410,600 



86,796,900 

74,008,100 

89,702,200 

—5-6 

S. I. 

47,973,900 

60,933,400 


66,000,400 

64,730,000 

66,000,400 

34-8 

Burma 

36,704,000 

36,030,200 

35,374,100 

33,123,800 

28,862,200 

37,125,500 

—19-2 

Total all* Rail¬ 
ways. 

616,478,400 

634,533,200 

649,478,500 

561,978,500 

506,175,400 

579,298,400 

— If 

♦Inc 
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APPENDIX L. 

Passenger Traffic. 


Passenger miles (in thousands). 


1 

Percent¬ 
age in¬ 
crease or 
decrease 
of 1930-31 
over 
1925-26. 

9 

1924-25. 

1 

1925-26. 

i 

2 

1928-29. 

3 

1929-30, 

4 

1930-31. 

5 

Maximum 
in any year 
subsequent 
to 

1924-25. 

6 

Percentage 
increase or 
decrease of 
1930-31 over 
1924-25. 

7 

Percentage 
increase or 
decrease of 
1930-31 ovep 
1925-26. 

8 











2 

-1-74. 

1,134,557 

1,164,381 

1,150,561 

1,212,352 

1,061,115 

1,212,352 

—6-47 

-8-87 

9 

-10-2 

2,656,978 

2,640,835 

2,522,924 

2,508,702 

2,366,331 

2,640,835 

-10-9 

—10*4 

5 

—2-95 

1,206,587 

1,304,930 

1,487,566 

1,500,924 

1,237,998 

1,500,924 

2-60 

-5-13 


-7-04 

3,302,616 

3,147,772 

3,852,356 

4,159,380 

3,726,216 

4,159,380 

12-8 

18-4 

9 

-8-76 

2,103,297 

2,092,655 

2,173,776 

2,239,231 

1,892,816 

2,239,231 

—10-0 

-9-55 

9 

-0-62 

1,362,007 

1,391,237 

1,477,106 

1,582,600 

1,391,212 

1,582,600 

2-14 

-0-002 

l 

-15-8 

3,222,089 

3,424,685 

3,819,666 

3,958,649 

3,543,413 

3,958,649 

9-97 

3-47 


27'1 

1,182,381 

1,238,898 

1,451,283 

1,660,786 

1,576,290 

1,660,786 

33-3 

27-2 


-19-9 

7,07,676 

761,363 

796,959 

758,493 

633,566 

842,240 

-10-5 

-16-8 

0 

—5-31 

17,210,217 

17,525,906 


20,005,785 

17,794,693 

20,492,808 

3-40 

-1-53 


fades A. B- Railway only. 







APPEN 

Goo 


Tonnage conveyed. 


- 







Percent- 

Percei 








age in- 

age i] 

Railway. 

1924-25. 

1925-26. 




Maximum 

crease or 

crease 

1928-29. 

1929-30. 

1930-31. 

in any year 

decrease 

decres 







after 

of 1930-31 

of 1930 

I 






1924-25. 

over 

ovej 

I 







1924-25. 

1925-2 

i 1 

2 

3 

4 

5 

6 

7 

8 

9 

I 

( ■ 

1 B. N. 




17,037,000 

14,633,000 

17,037,000 

141 

12- 

1 B.B.&C.I. .. 





8.394,000 

9,121,000 

-0-89 

—3' 

( E.B. 





7,234,000 

8,897,000 

—1*81 

—13' 

’ E.I. 

26,003,000 




22,335,000 

24,433,000 

-14-1 

2 

G.I.P. 

10,358,000 


■Fit.iiarr'tw 


10,565,000 

13,443,000 

2'00 

-1 


M.&S.M. .. 





6,371,000 


616 

0 

N.W, 

14,221,000 

14,497,000 



14,645,000 

17,643,000 

2-98 

1 

S.,I. 


4,370,000 



6,199,000 

6,282,000 

50'2 

4! 

Burma 


5,078,000 

5,725,000 


4,945,000 

5,725,000 

12-3 

-2- 

Total all* 
Railways. 





96,997,000 

--- 

112,257,000 

2-14 

2 


♦Incl 


fwlRRSC 
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APPENDIX h—condd. 


Goods Traffic. 



Ton miles wo; 

r 

Percent¬ 
age in¬ 
crease or 
decrease 
of 1930-31 
over 
1924-25. 

Percent¬ 
age in¬ 
crease or 
decrease 
of 1930-31 
over 
1925-26. 

1924-25. 

1926-26. 

1928-29. 

1929-30. 


8 

9 

1 

2 

3 

4 


14-1 

12*0 

2,324,696 

2,392,816 

2,843,151 

3,035,66 


—0-89 

—3*56 

1,838,937 

1,780,650 

1,744,404 

1,734,47 


—1*81 

—13*1 

687,777 

752,554 

818,962 

813,02 


—14*1 

2*15 

6,562,467 

5,921,520 

6,441,560 

6,322,16 


2*00 

—1*24 

2,919,914 

2,681,039 

2,789,613 

2,577,36 


6*15 

0*20 

1,126,033 

1,248,583 

1,257,819 

1,215,40 


2*98 

1*02 

3,358,199 

2,615,804 

3,175,925 

2,963,35 


50*2 

41*9 

436,594 

485,416 

528,728 

534,8', 


| 12*3 

—2*62 

* 

638,245 

704,665 

771,180 

796,1! 


i 

2*14 

2*86 

20,067,059 

18,769,460 

4* 

20,631,060 

20,242,2! 


* Includes A. B. Railway also. 







Ton miles worked (in thousands). 



t 

1928-29. 

3 

1929-30. 

4 

1930-31. 

i 

5 

. 

Maximam 
in any year 
after 
1924-25, 

! 6 

Percentage 
increase or 
decrease of 
1930-31 over 
1924-25. 

7 

y 

Percentage 
increase or 
decrease of 
1930-31 over 
1925-28. 

8 

B. 

2,843,151 

3,035,667 

2,578,873 

3,035,667 

10-9 

7*78 

B. 

1,744,404 

1,734,473 

1,653,696 

1,780,650 

—101 

—7*13 

E. 

818,962 

813,028 

763,590 

840,380 

110 

1*47 

E. 

6,441,560 

6,322,156 

6,091,312 

6,441,560 

-7-18 

2*87 

G. 

2,789,613 

2,577,361 

2,430,796 

3,014,753 

-16-8 

—9*33 

M. 

1,257,819 

1,215,408 

1,126,881 

1,323,793 

0-07 

—9*75 

s, 

3,175,925 

2,963,321 

2,991,090 

3,175,926 

—10*9 

14*3 

s. 

528,728 

534,877 

503,012 

534)877 

•'T>' 

16*2 

3-62 

Bs 

771,180 

796,129 

703,411 

801,112 

10*2 

-0*18 

T< 

20,631,080 

20,242,292 

19,101,128 

20,948,717 

—4*81 

1*77 * 

-w 


* 

■ * 








